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THE EDUCATIONAL PROGRAM 


Notwithstanding all that has been said in this 
magazine and in the literature of The Associated Traffic 
Clubs of America with respect to the educational pro- 
gram of that organization, there still seems to be con- 
siderable ignorance about it. This is shown by 
communications written to The Traffic World and by 
the action of some of the traffic clubs, or their disin- 
clination to take action. We are thinking not only of 
clubs that appear to oppose the program, but also of 
those that express themselves as being in sympathy with 
the objects in view but that, nevertheless, do not, for 
one reason or another, cooperate with the national asso- 
ciation. We think that, in most cases, this situation is 
due to failure to understand the program, and this failure, 
of course, is due to insufficient thought and investigation, 
for the program is clear if one will read it. 

The program has been printed in this magazine and 
elsewhere and has been much commented on. In the 
main, it is divided into two parts—one calling for the 


education or information of the business man to the 


importance of traffic in his business, and the other seek- 
ing to help improve and develop the traffic man himself 
in the exercise of his function. It is meant to be a 
service both to business generally and to the traffic man 
specifically. We see how clubs or individuals might 
differ with those responsible for the program as to some 
of the specific suggestions made therein and how others 
might think that other things should be incorporated in 
the program. No two men, or two committees, or two 
organizations would write it alike. But we do not see 
how anyone understanding the situation can fail to see 
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merit in the general idea or in at least some of the 
specific suggestions. If a club does see that merit, then 
its obviously proper action should be to cooperate as 
fully as possible, pointing out changes that might be 
made wherever it thinks there could be improvement. 

And yet, while many of the clubs have endorsed the 
program, in whole or in part, and are proceeding actively 
in accordance with it, others have done nothing. In 
some cases, of course, this is due merely to lassitude. 
In others, however, it seems to be due to a misunder- 
standing of what is proposed, or to no understanding of 
it at all. One of the larger clubs, for instance, through 
its board of governors, last March approved a report of 
its public affairs committee recommending that the 
“board record its interest in and sympathy with any 
practical method of diffusing information to the general 
public upon traffic and transportation subjects, and that 
the public affairs committee be directed to keep the sub- 
ject before it, and from time to time make suitable 
recommendations upon any specific propositions that may 
be. submitted, but that it regards the present program 
as too indefinite to warrant endorsement and too gen- 
eral to give promise of much success.” 

The board probably approved the report of its com- 
mittee without knowing much about the matter, sup- 
posing that the committee did know. But the committee 
evidently did not know either. If it had known it would 
not have talked about “diffusing information to the 
general public” as though that were the object to be 
achieved by the program, nor would it have spoken of 
the program as “indefinite.” It might, of course, for 
other reasons, see fit not to endorse the program, but 
it would not condemn it for things that are not fairly 
attributable to it. Moreover, if it thought its duty was 
to make suitable recommendations with respect to spe- 
cific propositions, it could have found plenty of such 
propositions in the program. There has been one very 
specific proposition since the adoption of the general 
program—that Herbert Hoover, Secretary of the De- 
partment of Commerce, be asked to bring to the atten- 
tion of business men the help to them to be obtained 
through adequate traffic departments. To be sure, that 
was not before the committee at its meeting last March, 
but it could have been acted on at a subsequent meet- 
ing in July, when the committee again considered the 
educational program—but it was not. 

At its July meeting the committee prepared another 
report, which was also approved by the board of gov- 
ernors. This report endorses the previous action of the 
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committee and then says that the principal field of work 
of an educational committee “would be with such asso- 
ciations as junior traffic clubs. An exhaustive study has 
been made of traffic and transportation education and, on 
account of its importance/ should not be disposed of 
hurriedly, and it is recommended that the subject remain 
on the docket.” 

One could hardly accuse this committee or this club 
of hurry. There has been plenty of time, if it took the 
matter seriously, not, perhaps, to decide on a complete 
program, but at least to do something of a cooperative 
sort if it took any stock at all in the idea. It continues, 
by this report, to show that it does not understand the 
idea. It seems to be thinking of education purely and 
solely of the academic kind. That is what we get out 
of its reference to junior traffic clubs being the field for 
work. It must either mean that or that the members of 
the senior organization are so smug in the appreciation 
of their own attainments and so secure in their jobs 
that they do not need to bother about promoting the idea 
of traffic and the better development of the traffic man. 
The committee also misses entirely the idea of public 
service involved. But we prefer to think that the fool- 
ishness of the reports in question is due merely to the 
fact that those responsible for them are not familiar 
enough with the subject to discuss it intelligently. For 
that matter, however, we do not know which is the more 
undesirable—to be convicted of selfishness and smug- 
ness, or of inability or unwillingness to understand a 
plain proposition. Many traffic clubs are worth while and 
are doing constructive work. Others are merely pleasure 
organizations—so much so that they play even when 
they try to make themselves believe they are working. 


SOME RAILROAD FACTS 

With less than eight per cent of the world’s area 
and with less than six per cent of its population, the 
United States has more than 33 per cent of its railway 
mileage. This is one of the striking facts presented in 
the annual railway yearbook just issued by the Western 
Railways Committee on Public Relations. 

As showing the magnitude of railway operations in 
this country this yearbook contains some interesting and 
illuminating information regarding the operations of the 
railways in an average hour. In one hour, on an average, 
the report says, the railways spend more than $530,000 
in operating expenses, pay more than $336,000 in wages 
(much of this total being included in operating ex- 
penses), and pay more than $44,000 in taxes to national, 
state and local governments. In an hour more than 


6,000 cars are loaded with 150,000 tons of revenue freight. 


Likewise, 98,000 passengers, on the average, board the 
trains each sixty minutes. When the distance which 
this freight and these passengers are carried is con- 
sidered, it appears that the average service performed 
each hour is equivalent to hauling more than fifty million 
tons of freight for the distance of one mile and to carry- 
mg more than four million passengers the same distance. 
_ As regards the importance of our railways to the 
individual citizen, the yearbook shows striking and sig- 
nificant figures of the average railway service rendered. 
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Last year, for example, the freight service received, on 
an average, by each individual in the country was equiv- 
alent to hauling 3,791 tons of freight for the distance of 
one mile. This figure represented an increase of 42 per 
cent over the 1911 average of 2,667 ton-miles. This 
increase, according to the report, presents one of the 
problems that the railways are solving and must continue 
to solve for the public welfare. That is, not only must 
the railways keep their facilities abreast of the growth of 
population, but they must further make the necessary 
provisions to furnish efficiently the ever-increasing 
freight service that the average individual is demanding. 

Unlike the freight service, however, the passenger 
service has shown a marked decline in recent years. In 
1911, this service was equivalent to carrying each person 
in the United States 346 miles. This average had in- 
creased to 441 miles in 1919 and 440 miles in 1920, after 
which a great drop occurred, due principally to motor 
vehicle competition. In each of the last six years, the 
average passenger service performed has been less than 
in 1911, the lowest figure—303 miles, or a decrease of 12 
per cent below 1911—being reached in 1926. 

Regarding railway rates, the report presents some 
interesting comparisons between the increases since 1911 
in western freight rates and the prices of various agri- 
cultural products. According to the yearbook, the aver- 
age amount received by the western roads for hauling 
a ton of freight one mile was 0.939 cent in 1911 and 
1.187 cents in 1926. In 1911, according to the U. S. 
Department of Agriculture, the farm price of wheat was 
91.7 cents a bushel, while in 1926 it was 145.9 cents. A 
bushel of wheat would thus pay for carrying a ton of 
freight 98 miles on the western railways in 1911 and 123 
miles in 1926. In other words, a bushel of wheat, on 
the average, would buy 26 per cent more western freight 
transportation service in 1926 than in 1911. Similar 
comparisons show that the purchasing power of potatoes 
a bushel in buying western freight transportation has 
increased 138 per cent, while there have been like in- 
creases in purchasing power a unit of 13 per cent for 
cotton, 43 per cent for hogs, 67 per cent for lambs, 42 
per cent for chickens, 59 per cent for wool, and 46 per 
cent for butter. It is not contended, says the report, 
that these illustrations apply to every commodity. In 
some instances the increase in price since 1911 has been 
less than the increase in freight rates, while in certain 
other instances commodity prices in 1926 were actually 
lower than in 1911. Viewing the situation as a whole, 
however, the conclusion is reached that both agricultural! 
commodities and commodities in general a unit will 
now buy more western freight transportation than fifteen 
years ago. 


JUNE RAIL EARNINGS 


Class I railroads for the first six months this year had a 
net railway operating income of $472,611,052, which was at the 
annual rate of return of 4.58 per cent on their property invest- 
ment, according to reports filed by the carriers with the Bureau 
of Railway Economics. In the first half of 1926, their net railway 
operating income was $495,598,414 or 4.93 per cent on their 
property investment. Continuing, the bureau said: 

Property investment is the value of road and equipment as shown 
by the ks of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 


of operating ——— taxes and equipment rentals but before interest 
and other fixed charges are paid. 
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This compilation as to earnings for the first half of 1927 is based 
on reports from 183 Class I railroads representing a total mileage of 
238,269 miles. 

Gross operating revenues for the first six months in 1927 totaled 
$3,022,381,698, compared with $3,035,101,220 for the same period last 
year, or a decrease of four-tenths of one per cent. Operating expenses 
for the first half of the year amounted to $2,308,888,990 compared with 
$2,304,453,383 for the same months one year ago or an increase of 
two-tenths of one per cent. 

Class I railroads in the first six months of 1927 paid $185,158,597 
in taxes, compared with $183,632,277 for the same period the year 
before. For the month of June alone, the tax bill of the Class I rail- 
roads amounted to $32,580,351, a decrease of $622,925 under June the 
previous year. 

Twenty-seven Class I railroads operated at a loss in the first half 
of 1927,0f which twelve were in the Eastern, four in the Southern and 
eleven in the Western district. 

Net railway operating income by districts for the first six months 
with the percentage of return based on property investment on an 
annual basis follows: 


Per Cent 

Se = IE IND 6. oa. co vivin cc cin'ers.0-00' tes welnees som $ 19,191,677 5.05 
I ais b,c arceudectnddeeeeeckne dues 89,348,978 5.08 
ee END os wo caviencebeceeyedeseelee’ 112,569,152 5.26 
I diac tials a diawenid vacated bee ve wows 40,717,324 8.51 
po SO ee ee 261,827,131 5.50 
GE IER SPEBGNEOE soc siecle csscoesecewenes 69,031,887 4.63 
TE ch cn detaseecced ee taviwsioscese 32,852,244 2.59 
eS i eee ene 73,218,881 3.82 
I, I c.g alain. wc dive 4:6.960 6.0 sal ee-eeemon 35,680,909 4.02 
pe BD ere ree 141,752,034 3.48 
EIR, Said ccoishndnb as a bid b citaraem cai eenusie as $472,611,052 4.58 


In view of the fact that the railway business and earnings fluctu- 
ate from year to year, only the showing of results over a period of 
years can indicate the real trend of railway returns. The rate of 
return On property investment for the five years ending with the 
month of June, 1927, has averaged 4.55 per cent. 

Class I railroads for the month of June had a net operating 
income of $87,363,547, which for that month, was at the annual rate 
of return of 4.35 per cent on their property investment. In June last 
year, their net railway operating income was $107,393,656 or 5.48 per 
cent. 

Gross operating revenues for the month of June amounted to 
$517,028,880, compared with $541,447,283 in June last year, or a decrease 
of 4.5 per cent. O perating expenses in June totaled $388,024,845 com- 
pared with $391,419,366 in the same month in 1926 or a decrease of 
nine-tenths of one per cent. 


Eastern District 


Class I railroads in the Eastern district for the first six months 
in 1927 had a net railway operating income of $261,827,131, which was 
at the annual rate of return of 5.50 per cent on their property invest- 
ment. For the same period in 1926 their net railway operating income 
was $264,088,563 or 5.71 per cent on their property investment. Gross 
operating revenues of the Class I railroads for the first six months 
in 1927 totaled $1,538,399,367, an increase of four-tenths of one per cent 
over the corresponding period the year before while operating expenses 
totaled $1,161,712,915, an increase of two-tenths of one per cent over 
the same period in 1926. 

Class I railroads in the Eastern district for the month of June had 
a net railway operating income of $49,706,686 compared with $57,753,673 
in June, 1926. 

Southern District 


Class I railroads in the Southern district for the first six months 
in 1927 had a net railway operating income of $69,031,887, which was 
at the annual rate of return of 4.63 per cent on their property invest- 
ment. For the same period in 1926 their net railway operating income 
amounted to $79,984,905, which was at the annual rate of return of 
5.65 pan cent. Gross operating revenues of the Class I railroads in 
the Southern district for the first six months in 1927 amounted to 
$414,467,632, a decrease of 6.3 per cent under the same period the year 
before while operating expenses totaled $315,063,125, a decrease of 
3.6 per cent. 

The net railway operating income of the Class I railroads in the 
Southern district in June amounted to $9,136,971, while in the same 
month in 1926 it was $12,491,099. 


Western District 


Class I railroads in the Western district for the first six months 
in 1927 had a net railway operating income of $141,752,034 which was 
at the annual rate of return of 3.48 per cent on their property invest- 
ment, For the first six months in 1926, the railroads in that district 
had a net railway operating income $151, 524,946 which was at the 
annual rate of return of 3.79 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Western 
district for the first six months this year amounted to $1,069,514,699 
an increase of nine-tenths of one per cent over the same period iast 
year while operating expenses totaled $832,112,950, an increase of 
1.7 per cent compared with the first six months ‘the year before. 

For the month of June, the net railway operating income of the 
Class I railroads in the Western District amounted to $28,519,890. The 
net railway operating income of the same roads in June, 1936, totaled 





$37,148,884. 
Class I Railroads—United States 
Month of June 
1927 1926 

Total operating revenues............. --e-$ 517,028,880 $ 541,447,283 
Total operating expenses...........s.eeee 388,024,845 391,419,366 
EG lid aaah oh Gaik 0 a8 eke ewok 0:00 eo bp0% 32,580,351 33,203,276 
Net railway operating eee re 87,363,547 107,393,656 
Operating ratio—per cent............eee6- 75.05 72.29 
Rate of return on property investment— 

per cent ..... bacgivwe dame es neaeieee-s 4.35 5.48 

Six Months Ended June 30 

Total operating revenues................. $3,022,381,698 $3,035,101,220 
Total operating expenses...........e-e00. 2,308,888,990 2,304,453,383 
ES Suk ceamsiaiun ee 6 G-6.6% 66645 o> a 185,158,597 183,632,277 
Net railway operating income pi 472, iy 052 495,598,414 
Operating ratio—per cent................. 6.39 75.93 
Rate of return on property investment— 

SE NE ah hw Vebhbc Depew KC Mes ewew ws 4.58 4.93 





CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period July 
15-22, inclusive, was 291,387 cars as compared with 299,948 cars 
in the preceding period, according to the car service division 
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of the American Railway Association. No shortage was re- 


ported. The surplus was made up as follows: 

Box, 138,995; ventilated box, 987; auto and furniture, 19,858; total 
box, 159, 840; flat, 5,320; gondola, 46, 721; hopper, 39, 611; total coal, 
86,332; coke, 900; S. D. ‘stock, 19,093; D. 'D. stock, 3,203; refrigerator, 
15,528; tank, 299; miscellaneous, 872; total, 291,387. 


Canadian roads reported a surplus of 22,890 box, 100 auto 
and furniture, 425 S. D. stock, 1,375 refrigerator, and 420 mis- 
cellaneous cars. 


REVENUE FREIGHT LOADING 


Cars loaded with revenue freight the week ended July 23 
totaled 1,012,424 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion. This was a decrease of 4,358 cars below the preceding 
week. Compared with the corresponding week last year the 
total for the week of July 23-was a decrease of 65,769 cars, and 
a decrease of 21,095 cars under the corresponding week in 1925. 

Revenue freight loading by districts the week ended July 23 
and for the corresponding period of 1926 was reported as 


follows: 

Eastern district: Grain and grain products, 7,697 and 8,460; live 
stock, 2,470 and 2,168; coal, 34,381 and 46,652; coke, 2,050 and 2, 611; 
forest products, 5, 357 and 5, 234; ore, 6,731 ‘and 6,581; merchandise, a 
C. L., 68,280 and 67, 331; miscellaneous, 102,735 and 102 ,952; total, 1927, 
230, 241; 1926, 241, 989; 1925 241,674. 

Allegheny district: Grain and grain products, 4,063 and 4,339; 
live stock, 1,948 and 2,183; coal, 35,569 and 46,599; coke, 4,974 and 5,278; 
rene products, 2,907 and 3, 462; ore, 12,932 and 14,365; merchandise, 

Cc. 54,458 and 53,835; miscellaneous, 88,227 and 87, 335; total, 1927, 
505. O78: "1926, 217,296; 1925, 209,761. 

Pocahontas district: Grain and grain products, 350 and 432; 
live stock, 164 and 177; coal, 41,185 and 44,777; coke, 369 and 547; 
forest products, 1,922 and 1,660; ore, 92 and 103; merchandise, L. C. 
L., 7,394 and 7, 313; miscellaneous, 5,638 and 5, 781; total, 1927, 57,114; 
1936, 60,790; 1935, 55, 176. 

Southern district: Grain and grain products, 3,834 and 5,083; live 
stock, 1,794 and 1,973; coal, 25,940 and 24,596; coke, 653 and 715; forest 
products, 21,816 and 23, 063; ore, 1,158 and 1,389; merchandise, i. © 
La; Bey 983 and 40,148; ‘miscellaneous, 54,247 and 53,287; total, 1927, 
149 ,425; 1926, 150, 254; 1925, 144,128. 

Northwestern district: Grain and grain products, 8,923 and 8,475; 
live stock, 6,957 and 8,662; coal, 4,050 and 4,793; coke, 1, 399 and 1,648; 
forest products, 15,464 and 16, 034; ore, 39, 244 and 48, 441: merchandise, 
kL. C. 34,638 and 34,106; miscellaneous, "43, 978 and "44, 790; total, 1927, 
154, G53; "1926, 166,939; 1925, 157,838. 

Central Western district:’ Grain and grain products, 17,003 and 
25,480; live stock, 8,842 and 9,641; coal, 6,638 and 12,398; coke, 346 and 
320; forest products, 12,061 and i2, 239; ore, 3,360 and 3, 577; merchan- 
dise, L. Cc. L., 34,374 and 34, 723: miscelianeous, 59, 713 and 62,707; 
total, 1927, 142,337; 1926, 161, 085; 1925, 146,894. 

Southwestern district: Grain and grain products, 6,124 and 9,530; 
live stock, 2,750 and 2,736; coal, 2,798 and 4,595; coke, 144 and 149: 
— roducts, 8,483 and i0, 005; ore, 566 and 460; merchandise, L. Cc. 

L., ,699 and 16, 945; miscellaneous, 36,012 and. 35,420; total, 1927, 
73, 576, "1926, 79,840; 1925 78,048 

Total, all roads: Grain and grain products, 47,994 and _ 61,799; 
live stock, 24,295 and 27,540; coal, 150,561 and 184,410; coke, 9,935 and 
11,268; forest products, 68, 010 and 71. 687: ore, 64, 683 and 74, 916; mer- 
chandise, % €.. i, 256, 366 and 254, 401; miscellaneous, 390, 550 and 
392,172; total, 1927, 1,012, 424; 1926, 1,078, 193; 1925, 1,033,519. 

Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 

Five weeks in January.......... 4,524,749 4,428,256 4,456,949 
Four weeks in February......... 3,823,931 3,677,332 3,623,047 
Four weeks in March............ 4,016,395 3,877,397 3,702,314 
DIVO WOGES TW BOT. « ocicciescscee 4,890,749 4,791,006 4,710,903 
BOUT Weeks ff MAY. 6 ..6ccicccecs 4,096,742 4,145,820 3,869,306 
Four weeks in June............. 3,974,160 4,089,340 3,965,872 
Week ended July 2.............. 1,021,262 1,065,641 866,199 
WGK G8GGE JIG $....:cccsccces 839,308 987,556 986,893 
Week ended July 16.....6cccccese 1,016,782 1,076,372 1,012,854 
Week ended July 23............. 1, 012, 424 1,078,193 1,033,519 

MEE - Nai tcvedccwesevvonwumees 29,216,502 29,126,913 28,227,955 


COMMISSION VACATION PLANS 


August and September are to be vacation months for the 
members of the Commission. In these months the vacations of 
the commissioners will be staggered so that at all times there 
will be enough members of the body in Washington to consti- 
tute a division competent to do such emergency work as may 
be necessary, as, for instance, the suspension of tariffs against 
which there may be protests making a prima facie case requir- 
ing investigation; or the suspension of the effective date of an 
order in a case by reason of some development that could not 
have been foreseen. No formal conferences will be held in 
those months. Arguments will be resumed in September but 
thus far only a few cases have been set for argument in that 
month. The regular conferences for the disposition of cases 
that have reached that stage will be resumed in October. How- 
ever, in the event of necessity there will be enough commis- 
sioners in Washington or within easy distance of the capitol to 
make decisions on matters requiring action out of turn, so to 
speak. 

Arrangements for the vacations of the commissioners, how- 
ever, will not interfere with the promulgation of reports in cases 
acted on by the commissioners before the beginning of the vaca- 
tion period or the promulgation of reports proposed by the ex- 
aminers. They will continue until about the middle or latter 
part of September. By that time, that volume of reports, judg- 
ing from the facts in other years, will have become relatively 
small. By the middle of October, however, the volume is expected 
to be back to about normal. 
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August 6, 1927 


Current Topics 
in Washington 





Hear Ye, Hear Ye, Thinkers Attend!—Any one pining for 
metaphysical exercise would be justified, it is believed, in seiz- 
ing upon the lake cargo coal case and the Illinois-Indiana coal 
cases as material suited to his longing. In both cases the con- 
trolling point in the Commission’s decisions is that the northern 
and western buyers of coal in the more southern fields must pay 
higher rates than the railroads are willing to give them. When 
the act to regulate commerce was passed, a reduction in freight 
rates was regarded as so nearly the greatest good for the great- 
est number that Congress exempted reductions in rates from 
the requirements that thirty days’ notice should be given. Re- 
ductions might be made on notice of practically no time at all. 
Such a change might be made without danger of suspension. 
Query: Has the man in the street reasoned the matter out to 
the point where he could be persuaded, in a political campaign, 
for instance, that on order requiring somebody’s rates to be kept 
up while some other person’s were being brought down, or some 
person’s rate should be put up while that of his neighbor was 
being kept down, could be good? That query, it might be sug- 
gested, is hardly pertinent. Perhaps not. However, if and 
when coal consumers in the northwest and operators in the 
more southern fields crescendo the objections they have already 
put forth against what the Commission has done, will the mem- 
bers of Congress remain silent? And when members of Con- 
gress take up an issue already made, instead of trying, as 
usual, to create one, will not the question resolve itself into a 
query as to whether, ever, the force of government should be 
used to keep up prices? The man in the street is usually in 
favor of cutting the prices, at least of everybody other than him- 
self. Even if it be assumed that the question back of all these 
coal rates is union or non-union, it is believed to be fairly cer- 
tain that the union men, when they buy coal, do not always re- 
gard their union obligations as requiring them to approve prices 
higher than they could obtain by patronizing far away non- 
union sources of supply. However, no one other than a babe 
would think the issue could ever be so simple as that. Union 
employes of the railroads serving the more southern fields, it 
is suspected, will be just about as much irritated if, by reason 
of the new coal rate adjustments, they do not get in as much 
“time” as they did when they were hauling more coal from non- 
union mines. Hunger and deprivation have never shown any 
particular respect for a union card. The fact probably will be 
that the consumer in the northwest will never find out, from 
the retail price of coal, that there has been a change in railroad 
rates.. The winners in the two cases, more than once, in the 
course of the hearings, made it. fairly plain that, even if the 
rates were cut, they would need the money that would come 
from the ability to do more business to make them “break 
even.” In other words, Pittsburgh, Ohio No. 8, Cambridge, and 
the southern Illinois and Indiana fields have needed reductions 
in freight rates, not to the end that they might pass them on to 
their customers, but as they claimed, to the end that they might 
live. But, as a political talking point, the fact that the govern- 
ment is preventing a reduction in freight rates might be made 
to play an important part in the game about freight rates than 
there is reason to suspect will be played in Congress at the 
session that begins next December. Were the railroads serving 
the more southern fields unwilling to cut their rates, it is 
thought the inveighing against the government holding up freight 
rates would be less annoying to those who will feel the neces- 
sity of defending the decisions that have been made than other- 
wise. In each of those decisions the Commission, it is believed, 
fully observed the Congressional mandate to keep freight rates 
at a level to assure the country an adequate transportation sys- 
tem. It is more than possible that, before the Commission 
finishes its work on the outgrowth of those cases, it will have 
to avail itself of the minimum rate power, a power it has said 
should be sparingly used. 





What Would Lady Justices Have Done?—The Supreme 
Court of the United States recently had to pass on the question 
Whether the P. Lorillard Company, by using “Beech-Nut” on 
containers of chewing tobacco, was infringing on the registered 
trade mark of the Beech-Nut Packing Company, used by it on 
food products. Justice Holmes, who wrote the opinion, said the 
“bill (of the packing company) takes the hardly consistent posi- 
tion, on the one hand, that the plaintiffs’ reputation is hurt with 
its refined female customers by the belief that it would manu- 
facture a cheap chewing tobacco, and on the other hand that it 
May wish to extend its business into that domain.” Charles E. 

ughes, former associate of Justice Holmes, was among those 
who appeared for the packing company, which was not sustained 
by the court. In a further discussion of the case Mr. Holmes 
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said: “The Lorillard Company is at least as well known to 
those who do not despise tobacco as the Beech-Nut Company is 
to its refined customers, and the time and need for that addi- 
tional caution has gone by.” It might be observed that Mr. 
Holmes served on the bench with men, who, like himself, of 
large frame and large brain, were not averse to using some of 
Lorillard’s product and passing it back and forth among them- 
selves under the folds of their voluminous black satin gowns. 
It may be that, on occasion, he borrowed a bite from Justice 
Harlan, father of James Harlan, the latter a commissioner until 
President Wilson, without explanation, allowed his term to ex- 
pire without appointing a successor until many months 
thereafter. 





Commission as a Builder and a Destroyer.—In 1920, Congress 
told the Commission to make railroad freight rates high enough 
to assure the country an adequate system of transportation. The 
rates authorized in Ex Parte 74 were the immediate result. At 
the same time, Congress, in section 500, of the transportation 
act, told the country that it was its policy to promote, encourage, 
and develop water transportation, service, and facilities in con- 
nection with the commerce of the United States and to foster 
and preserve in full vigor both rail and water transportation. 
One of the arguments advocates of waterway improvements 
have frequently used, is that development of waterways will 
stimulate business to such an extent that the railroads, within 
the scope of the competition on such waterways, will be ben- 
efited rather than hurt. In a case such as that of the upper 
Mississippi barge line, a central fact is that the business of the 
lines between Chicago and the Twin Cities has been not as good 
as in other parts of the country for a number of years. Another 
fact that has attracted the attention of those who have read the 
report of the Commission is that the barge line was brought 
about by business men of the Twin Cities who, the Commission 
says it was testified, became alarmed in 1925 by the possible 
effect on those communities of the Indiana State Chamber of 
Commerce, Fargo Commercial Club, and Watertown Chamber 
of Commerce cases. Those cases seemed to spell nothing but 
an increase of Twin Cities rates. Wherefore, the barge line 
company was organized and the government barge line organ- 
ization was persuaded to reverse a decision that it was without 
power to provide a service such as was desired and agreed to 
operate the equipment the business men of the Twin Cities had 
caused to be procured. The thought in connection with that 
case is that this is an instance in which the Commission had to 
pull petals from a daisy and say: “I’m building up the railroad 
system; I’m promoting water transportation,’ and so on, until 
there were no more petals, before it could say what would really 
be the result of its determination to grant the prayers for 
through route and joint rate arrangements. There is no doubt, 
in the minds of those who have no direct interest in the case, 
about the desires of the Twin Cities business men. They are 
credited with a determination that it is worth several hundreds 
of thousands of dollars to them to do something to bring down 
rates by promoting a water line. Yet the northwestern roads 
are not making as near a fair return as railroads in other parts 
of the country because, they believe, the Commission does not 
allow them to compete with the Panama Canal on business to 
and from the Pacific Coast. There does not seem to be business 
enough now. Unless the through route and joint rate arrange- 
ments ordered in the upper river barge case stimulate business 
wonderfully, the northwestern roads probably will have another 
count in their indictment against the government’s policy in 
respect of carriers by water. 





Bigness Is of Interest to the Government.—On no ground 
other than that the establishment of a community of interest 
among the General Motors, E. I. duPont deNemours Company, 
and the United States Steel Corporation is a matter of public 
concern, the Federal Trade Commission has ordered an inquiry 
to be made into the relationships, direct and indirect, among 
the three companies, reputed to be the largest in this country 
and the world. The fact that the assets of the three run to 
about five billions, it is believed, explains why the investigation 
was ordered. Had a paint factory with a capital of $150,000, 
an automobile concern with a capital of $200,000, and a steel 
mill with a capital of $500,000 decided to have a community 
of interest, the trade body probably would not have been inter- 
ested. However, when the capital invested runs into the billions 
and becomes respectable, even in comparison with war debts, 
there is, according to that trade body, a matter of public con- 
cern. There is no suggestion of any violation of the anti-trust 
or unfair methods of competition laws. The bigness of the 
units that are supposed to be drawing closer together is the 
only assigned reason for the scrutiny. The trade body’s chief 
economist is to report “information as to the probable economic 
consequences of such community of interest.” Put into other 
language that part of the order is equivalent to directing that 
economist to guess as to what will happen if the three pre- 
sumably non-competitive companies are allowed to maintain 
close business relations with each other. Up to this time it 
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has not been thought inimical to the public welfare for manu- 
facturers to establish and maintain fully integrated plants— 
that is, plants that will take in raw materials at one end and 
turn out finished products at the other, without having to 
depend upon any other manufacturing plant for parts of 
machines or other articles produced by a given company. The 
three concerns, if consolidated, would be able to turn out auto- 
mobiles and many other articles, almost without asking for the 
help of any other manufacturing concern. 





Washington Seethes and Is Agog.—The capital city, the 
dream of Washington, across the Potomac River from the site 
where the Jacksonians, who took their politics seriously, once 
thought of establishing a rival municipality, as is its wont, is 
seething and also agog over President Coolidge’s announcement: 
“I do not choose to run for President in 1928.” Some of the 
seething and agogging is due to the unusual language employed 
by him. For the benefit of those who may feel it necessary to 
speculate as to what the announcement may mean, it may be 
said that in the mountains of North Carolina, and also in other 
parts of the south, in parts of Ohio also, the word “choose” is 
part of the polite company manners equipment. When one 
desires to show he knows his company manners, in the presence 
of a proffered second helping, say, of spring chicken, he says: 
“I wouldn’t choose any.” It means the user will not take any. 
If a growing boy uses the words they may or may not indicate 
the promptings of his appetite. The average New Englander, 
probably, will not admit that that is common language in his 
part of the country. “In the southern mountains, if the sharps 
say accurately, many Elizabethan uses of words and phrases 
survive, that the ill-informed take to be incorrect or, at least, 
not good English—A. E. H. 


TRAFFIC MANAGERS APPRECIATED 


(Chicago Shipper) 


One of the large progressive southern railroads, and, in 
fact, a very conservative one, has been quietly conducting an 
educational program of unsual significance among industries 
along its line since being restored to private control in 1920. 
It may be of interest to shippers and railroad officials to learn 
something concerning it. 


At first the idea was to find a method for obtaining the good 
will of the shippers along the railroad’s rightof-way. One 
of the division freight agents tried out the matter of interesting 
certain industries in the employment of capable traffic man- 
agers. An additional purpose behind this was to secure an 
intelligent handling of shipments, thus eliminating troublesome 
difficulties and arguments which were constantly occurring. 
As a result, in one of the little cities that this division freight 
agent had in his territory, eight industries were induced to 
hire traffic managers. It is said that the executives of these 
industries in no case resented the suggestion that they appoint 
traffic managers. While railroad traffic officials at times have 
thought that such a reaction would result, this division freight 
agent says that if the matter is brought up in the proper way, 
suggestions of such a character from the carriers are appre- 
ciated by business executives. 


Car supply problems, loss and damage due to improper 
packing, overcharges and undercharges, the filing of unsound 
claims, the request for impossible privileges, the delay to 
urgently needed equipment, the light loading of cars, the use 
of motor truck companies, for L. C. L. shipments—these and 
many other matters vital to the rail lines have been largely 
eliminated by this railroad as a result of an intelligent cam- 
paign on the part of its traffic officials to encourage industries 
to hire well-informed traffic managers. 


The officials of this railroad, the Louisville & Nashville, are 
particularly glad to discuss the value of the traffic man to an 
industry whenever the opportunity presents itself, and, in fact, 
they are said to have made it their policy to encourage an in- 
dustry in seeking information along these lines. Furthermore, 
by suggesting one of their own capable employes to the industry, 
as a possible traffic manager, and securing his placement, they 
are insured of the good will of the company and are more than 


likely to be favored with the long-haul of the bulk of the traffic 
offered. 


CHANGES IN WAREHOUSE PROCEDURE 


The Traffic World New York Bureau 


Following its survey of the warehouse industry in the Port 
of New York, the Merchants’ Association, in consultation with 
the Warehousemen’s Association of the Port of New York, bank- 
ers, and other business men, has brought about the formation 
of a joint warehouse committee. This committee has formulated 
proposals for the more efficient management of the warehouse 
business. 

In a letter sent to the committee of junior officers of New 
York commercial banks and to the banks that are members of 
the Merchants’ Association, S. C. Mead, secretary of the Mer- 
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chants’ Association, tendered its assistance in carrying out the 
recommendations. His letter was as follows: 

In the course of the survey, certain conditions were found 
which needed consideration jointly by warehousemen, bankers 
and merchants, and a joint warehouse committee was conse- 
quently set up by the association. In its deliberation, this com- 
mittee met with representatives of a number of large banks of 
the city, as a result of which it recommended: 


1. That banks holding negotiable warehouse receipts as collateral 
for loans advise the warehousemen issuing such receipts to the end 
that the warehousemen may be in a position to keep the banks 
informed as to such matters as might affect the banks’ interest in 
the merchandise covered by the receipts; 

2. That the custom of using trust receipts covering warehouse 
receipts be eliminated so far as may be practical. 

As to No. 1 above: The warehousemen have agreed that in 
instances where banks hold negotiable warehouse receipts and advise 
the warehousemen to that effect the latter will undertake to keep 
the banks informed as to any apparent deterioration, leakage, 
needed cooperage, non-payment of charges and other matters which 
might impair the value of the banks’ security. In this the ware- 
housemen believe that they would be not only of direct service to 
the banks but indirectly also of service to the customers of the banks. 
The warehousemen would benefit under this suggested procedure by 
reason of the fact that they would be able to reach the owner of 
goods more quickly in urgent cases and possibly they might in some 
instances be able to collect their charges more promptly. The ware- 
housemen believe, however, that the advantages to the bank would 
be greater than the advantages to themselves. 

The foregoing paragraph, as far as deterioration, leakage and 
needed cooperage, etc., are concerned, would apply to miscellaneous 
commodities, notable among which are barreled commodities such 
as oil, casks of olives or cherries, garlic, and many others. 

In further reference to warehouse receipts, it appears that in 
cases of loans made by banks on merchandise when the loan is 
expected to run for a considerable period non-negotiable receipts 
in the name of the banker are more desirable than endorsed negotiable 
receipts, for the goods are under his sole control. The warehouseman 
will not permit delivery, or even inspection, of the goods without the 
written authority of the banker. In case the borrower is involved in 
litigation, an attachment of the goods will not prevail so long as the 
receipt is in the name of the banker. The banker assumes no lia- 
bility or diminution of security in the event of loss, misplacement, 
or destruction of a non-negotiable receipt, since goods cannot be 
released without his written order. Partial delivery can be made 
merely on the written order of the banker. Most of the warehouse- 
men issue non-negotiable receipts when banks desire this substi- 
tute, without a charge for the additional receipt. 

As to No. 2 above: The present practice of the use of trust 
receipts covering warehouse receipts to be transmitted from a bank 
to a warehouseman — not only to be abused in many instances 
but results in difficulties to banks, their customers and the ware- 
housemen. 

For example, it is common practice for a bank when it holds 
a negotiable warehouse receipt as collateral for a loan and the mer- 
chant desires to take delivery of a part of the merchandise, to sur- 
render the receipt to the merchant, taking a trust receipt in return, 
the merchant presenting the warehouse receipt to the warehouseman 
to release the goods to be delivered, the warehouse receipt then 
Levee | returned by the merchant to the bank and the trust receipt 

ed. 

The warehousemen believe that the interest of all three parties 
would be better served in such instances were the banks to present 
the warehouse receipts to the warehouseman, the latter returning them 
direct to the banks. In cases where for trade reasons delay would be 
involved in the return of the receipt to the bank the warehouseman 
would give a temporary receipt for the warehouse receipt to be re- 
turned to the bank, the receipt constituting, in the judgment of the 
Committee, collateral equivalent to the warehouse receipt itself as 
compared with the very doubtful value of the trust receipt. The 
warehousemen further believe that were such a practice to be es- 
tablished it would find immediate favor among the banks’ customers. 

There was also discussed in a general way the expressed desire 
on the part of warehousemen to be of assistance to banks and their 
desire to cooperate with the banks in every possible way. The ware- 
housemen feel that greater popularity of warehouse receipts as col- 
lateral for loans would operate to the benefit of all concerned. 

The Merchants’ Association, of course, stands ready to assist the 
warehouses and the banks in any manner possible in advancing the 
above propositions. 


SOUTHWESTERN CLASS RATES 


The Commission, by fourth section order No. 9600, rates 
from, to and between points in southwestern territory, in the 
Consolidated Southwestern Cases, No. 13535, Corporation Com- 
mission of Oklahoma vs. Aberdeen & Rockfish et al. and the 
cases joined with it to constitute the consolidated cases, has au- 
thorized the carriers in those cases, to establish and maintain 
via all-rail routes from any point of origin to any point of des- 
tination considered in the consolidated cases, the lowest all-rail 
rates prescribed or approved in that case, as maximum rates 
via any all-rail route between such points, and to establish and 
maintain via all-rail or rail-water-rail routes from any point of 
origin to any point of destination considered in that case, the 
lowest water-rail or rail-water-rail rates prescribed or approved 
in that case as maximum rates via any such route between said 
points, and to maintain, for a period of six months, higher rates 
from, to and between intermediate points, provided that the 
rates from, to, or between the intermediate points shall not ex- 
ceed the rates prescribed or approved as maximum rates for 
application at such intermediate points and shall in no case 
exceed the lowest combination, provided that in those instances 
in which applications in accordance with fourth section order 
No. 8900, for authority to continue any of the rates for more 
than six months shall have been filed with the Commission with- 
in 90 days from the establishment of the rates authorized hereit, 
such rates may be continued until such applications have beeD 
determined. 

Like permission has been granted as to inter-territorial rates 
considered in the Consolidated Southwestern Cases. 





Augus 


part 
sho1 


mile 
The 
w 4 
205 
In 
sub: 
mil 


diff 


faci 
and 
the 
mis 
it. 

poi 
ing 
cir 
rou 
the 
pul 


to 





No. 6 


ut the 


found 
unkers 
conse- 
3 com- 
iks of 


lateral 
he end 
banks 
rest in 


ehouse 


hat in 
advise 
> keep 
akage, 
which 
ware- 
rice to 
banks, 
ure by 
ner of 
1 some 
ware- 
would 


fe and 
aneous 
3 such 


hat in 
oan is 
eceipts 
otiable 
seman 
ut the 
ved in 
as the 
10 lia- 
ement, 
not be 
made 
house- 
substi- 


- trust 
. bank 
tances 

ware- 


holds 
> mer- 
Oo sur- 
return, 
seman 
t then 
receipt 


parties 
resent 
> them 
uld be 
seman 
be re- 
of the 
elf as 
. The 
be es- 
omers. 
desire 
i their 
ware- 
is col- 


ist the 
ng the 


rates 
n the 
Com- 
d the 
AS au- 
intain 
f des- 
l-rail 
rates 
h and 
int of 
pe, the 
roved 
1 said 
rates 
t the 
ot ex- 
»s for 
case 
ances 
order 
more 
with- 
erein, 
been 


August 6, 1927 


THE TRAFFIC WORLD 287 





Decisions of Interstate Commerce Commission 


UPPER BARGE LINE CASE 


The Commission, by division 4, in No. 19017, Inland Water- 
ways Corporation vs. Chicago Great Western et al. mimeo- 
graphed, in a report written by Commissioner Eastman, has 
granted the prayers of the complainants, for the establishment 
of through route and joint rate arrangements on the upper 
Mississippi. It has not ordered the establishment of such routes 
and rates, but it expects substantial compliance with its findings 
within 45 days from the service of its report. The report also 
covers No. 19131, Zion Institutions and Industries et al. vs. Inland 
Waterways Corporation et al., and No. 19132, Commercial Club 
of Fargo, N. D. vs. Same. 

The primary finding is that through routes and joint rail- 
barge and rail-barge-rail rates between St. Paul and Minneap- 
olis, Minn., and Fargo, N. D., and points in Illinois, Indiana, 
Iowa and Missouri, in connection with the complainant’s barge 
line between Dubuque, Ia., and St. Paul and Minneapolis are 
desirable in the public interest. It covers Zion, Ill., and Fargo, 
N. D., points beyond the scope of the original complaint, brought 
in by subsequent ones. 

The differential is to be 15 per cent instead of 20 per cent 


.as in the case of joint rates in which the barge line on the 


lower Mississippi and the railroads are parties. Attorney-Ex- 
aminer John H. Howell, in a proposed report in the case, finding 
against the rates and routes, recommended a 10 per cent dif- 
ferential basis; that is, a rate constructed on the basis of the 
barge line part of the rate 10 per cent less than the all-rail 
line rate between Dubuque and Twin Cities, from point of origin 
to destination, if the Commission decided in favor of complain- 
ants. On a basis of a 20 per cent differential the rail-barge 
rate from Chicago to Twin Cities, first class, would be 80 cents, 
the all rail rate being 98 cents. The barge line wanted the 
20 per cent basis. 

Rates to be established in accordance with the findings in 
these cases are to be limited by the circuity rules laid down 
in U. S. War Department vs. A. & S., 77 I. C. C. 317, and a later 
barge-line report, 92 I. C. C. 528. In the first mentioned report 
the Commission said that, until the contrary was clearly shown, 
it was of the opinion that no rail-and-barge route should be 
established where the short-line rail distance via the port of 
interchange between the interior point and the port of origin 
or destination exceeded, by more than one-third, the short-line 
rail distance over the most direct route, nor where the short- 
line distance between the interior point and the port of inter- 
change exceeded two-thirds of the short-line rail distance be- 
tween the interior point and the port of origin or destination. 
It added that inasmuch as the rule was arbitrary, it ought not 
to be too rigidly applied, in disregard of competitive or com- 
mercial conditions. 


“No sufficient reason has been shown for departing from 
these circuity rules in the instant cases,” says the report. These 
rules, it added, would eliminate Evansville, Ind., Kansas City 
and St. Joseph, Mo., Des Moines, Ia., and a number of other 
points, chiefly in Iowa and Missouri, which the barge line was 
desirous of reaching. For that reason, the Commission said, 
it was asked not to enforce the circuity rules here. Rates to 
and from Kansas City via Dubuque, the Commission said, in 
particular, were sought. It said the short-line distance from 
Kansas City to Dubuque, 405 miles, was 82 per cent of the 
short-line rail- distance of 490 miles from Kansas City to the 
Twin Cities. It said the rail-barge route would substitute 250 
miles of barge transportation for 85 miles of rail movement. 
The short-line rail distance from Des Moines, the report said, 
to Twin Cities, was 264 miles and from Des Moines to Dubuque 
205 miles, the latter distance being 77 per cent of the former. 
In that instance, the rail-barge route, the report said, would 
aaa a water haul of 250 miles for a rail movement of 59 
miles. 

“It is highly questionable,” said Mr. Eastman, “whether a 
differential rate would be justified in either case.” 

The barge line, according to the report, said that interchange 
facilities at Burlington and Davenport, Ia., were contemplated 
and that the use of those points as gateways would satisfy 
the circuity rules. Necessarily, Mr. Eastman said, the Com- 
mission’s findings here had to be confined to the proposals before 
it. The conclusion on that discussion was, as hereinbefore 
Pointed out, that no sufficient reason had been shown for depart- 
ing from the circuity rules in the instant cases. He said the 
circuity rules would not be violated by the establishment of 
routes via the barge line to and from Fargo and Zion and that 
the evidence indicated that they would be “as desirable in the 
bublic interest as those prayed for in the barge line’s complaint.” 
‘ The Commission, however, rejected Fargo’s contention as 
0 the measure of the rail-barge-rail rates to and from Fargo, 





namely, 44 cents higher, first class, than Chicago-Twin Cities 
rates. It said that because rail-barge-rail transportation neces- 
sitated an additional interchange, and the barge movement was 
relatively less in proportion to the total haul than it was in a 
rail-barge movement, the Fargo differential should at least be 
no greater than that of the Twin Cities. The report said the 
all-rail rates to Fargo and the Twin Cities were involved in 
another proceeding, and that the present record was inadequate 
for prescribing a relationship between Fargo and the Twin 
Cities. 

As to divisions, the Commission said it was of the opinion 
that the first class rate prorate basis afforded the only fair 
and practicable method of dividing the joint rates under consid- 
eration. It further said that the use of a factor for the barge 
line based on 80 per cent of the all-rail rates seemed equitable 
under all the circumstances for the purpose of fixing divisions, 
“even though the differential has been based on a different 
percentage.” 

. Divisions were not brought in issue in the Fargo and Zion 
complaints, the Commission said. For that reason it said its 
findings were technically not applicable to the rates to and from 
those points. There would seem to be no reason, however, the 
report said, why the barge line and the interested rail carriers 
should not be able to adjust the divisions of the joint rates to 
and from Zion and Fargo in accordance with the principles that 
had been laid down in this report and others, dealing with divi- 
sions of rail-barge and rail-barge-rail rates. The specific find- 
ings as to routes, rates and divisions are as follows: 


Upon the record before us we find that the establishment of 
rail-barge and rail-barge-rail rates between Fargo and the Twin 
Cities on the one hand and points on defendants’ lines in Indiana, 
Illinois, including Zion, Iowa, and Missouri on the other hand, is 
desirable in the public interest subject to the circuity rules herein- 
before mentioned, and that the joint rates applicable thereto should 
be constructed by subtracting from the contemporaneous all-rail 
rates between the same points differentials equivalent to 15 per cent 
of the contemporaneous all-rail rates between Dubuque and the Twin 
Cities. We further find that just, reasonable, and equitable divisions 
of such rates would be arrived at by a rate prorate basis, using 
as factors the contemporaneous first-class rail rate between Dubuque 
or the Twin Cities and the interior point and the contemporaneous 
first-class barge rate between Dubuque and the Twin Cities. 


The rail lines, the report said, with the exception of the 
Illinois Central, were wholly averse to participating with the 
barge line in such route and rate arrangements, particularly on 
a differential rate basis. They contended that they had routes 
and facilities enough between Chicago and the Twin Cities to 
haul from 25 to 100 per cent more traffic. From that, the report 
said, they argued that there was no public necessity for addi- 
tional routes and that therefore the Commission had no legal 
power to order them established. They also questioned the 
economy of substituting, for a rail haul, a 250-mile water haul, 
requiring a breaking of bulk, and expressed doubt whether 
barge navigation on the upper Mississippi was physically or 
commercially feasible. The rail lines also urged, said the re- 
port, that their revenues should be protected from the depletion 
which they feared would result from the establishment of the 
proposed routes and rates, because of the relatively weak finan- 
cial condition of the northwestern roads in general. On the 
point as to whether the establishment of routes and rates 
should be required in view of the question of the feasibility of 
navigation, the Commission said: 


In determining whether we should require the establishment of 
the through routes here sought we deem it unnecessary to pass 
upon the practicability of barge-line navigation on the upper is- 
sissippi. Government engineers have officially certified that there is 
now a navigable channel between St. Louis and the Twin _ Cities. 
Acting in accordance with their understanding of the mandate of 
Congress, the barge line officials have inaugurated service on the 
upper river and together with the interested communities have in- 
vested considerable sums of capital in reliance upon the success of 
the new service. As we have said in previous cases dealing with 
the barge line, a water carrier of its character must be able to secure 
traffic to and from interior points if it is to prosper, and in the case 
of the barge line, with its slow and inferior service, such traffic 
can not be secured without resort to differential rates. 


As to the power to order the establishment of routes and 
rates, the Commission said that that question was answered in 
Flour City S. S. Co. vs. L. V., 24 I. C. C. 179; Decatur Navigation 
Co. vs. L. & N., 31 I. C. C. 281; and Wyoming Coal Co. vs. Vir- 
ginian, 98 I. C. C. 488, sustained, as to the last mentioned case, 
in Virginian Railway vs. U. S., 272 U. S. 658. In the Decatur 
Navigation case, the report said, the rail carriers were required 
to join with a water line operating on the Tennessee River in 
through routes and joint rates, although such routes and rates 
already existed in connection with another water line on the 
river, to say nothing of the all-rail routes which were in exist- 
ence between the points in question. That was done before 
section 500 of the transportation act was written. In regard 
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to section 500 and the establishment of additional routes and 
rates, the report said: 


In the opening paragraph of section 500 of the transportation 
act, 1920, it is declared ‘‘to be the policy of Congress to promote, 
encourage, and develop water transportation, service, and facilities 
in connection with the commerce of the United States, and to foster 
and preserve in full vigor both rail and water transportation.” This 
language, we believe, negatives any intent on the part of Congsess 
to restrict the extension of water transportation to regions which 
can not be adequately served by rail lines. 


ILLINOIS-INDIANA COAL 


With four of the nine voting commissioners dissenting, the 
Commission, in No. 16340, Illinois Coal Traffic Bureau vs. Alton 
& Southern et al., and cases joined with it, the consolidated 
case being .known as Illinois-Indiana Coal Cases, opinion No. 
12397, 128 I. C. C. 265-92, has ordered a revision of rates on coal 
from mines in southern Illinois and Indiana and western Ken- 
tucky, to Chicago and the northwest, effective not later than 
October 20, which, it is believed, will cause as much controversy 
as its decision in the Lake Cargo Coal Cases. In many respects 
the two cases seem analogous. 

Standing out above other aspects of the decision is the opin- 
ion of the Commission that the rates from western Kentucky 
are so low they give western Kentucky mines an undue pref- 
erence and unduly prejudice the mines of southern Illinois and 
Indiana, and that the spread, now 25 cents a ton in favor of the 
Illinois and Indiana mines, shall be increased to 35 cents per ton. 

That phase of the case is close kin to the relationship that 
was fought out in the Lake Cargo Coal Cases. In those cases 
the Commission was of the opinion that the spread should be 
increased in favor of Pittsburgh, Ohio No. 8 and Cambridge 
mines by reducing the rates from those districts, to the lake 
ports, 20 cents a ton. In this case the undue preference found 
for the western Kentucky mines is to be removed by increasing 
the rates from the more southern mines by 10 cents per ton. 
In the Lake Cargo Coal Cases the Lake Erie ports of trans- 
shipment were the immediate destinations. In these IIlinois- 
Indiana Coal Cases, Chicago is the big market for which the 
competing districts are striving. However, to the north and 
northwest of the mines are involved. They lie in Illinois, Indi- 
ana, Michigan, Wisconsin, Minnesota, the Dakotas, Nebraska 
and Iowa. 

In addition to disposing of the question of relationship of 
the mines in Illinois and Indiana on the one hand and western 
Kentucky on the other, the Commission dealt with the relation- 
ship of rates from the Indiana and Illinois mines on the one 
hand and those from mines in the Inner and Outer Crescents, 
the latter being involved in the Lake Cargo Coal Cases, on the 
other. It decided that the relationship was not unduly preju- 
dicial, as alleged. 

A third phase was as to the quality of the rates from the 
Danville, Brazil-Clinton and the Linton-Sullivan groups in Indi- 
ana and Illinois to destinations in the Chicago switching district. 
The Commission found the rates from those groups unreason- 
able to the extent that those from the Danville group in Illinois, 
via interstate routes, may exceed $1.35 per ton; from the Brazil- 
Clinton group, in Indiana, $1.55 per ton; and from the Linton- 
Sullivan group, in Indiana, $1.65 per ton, the ton in each in- 
stance being the net or short ton of 2,000 pounds. 

The report also embraces No. 16340 (Sub-No. 1), Race Creek 
Coal Co. et al. vs. Louisville, Henderson & St. Louis et al.; No. 
17509, Indiana Bituminous Coal Operators’ Association vs. Atchi- 
son, Topeka & Santa Fe et al.; No. 17509 (Sub-No. 1), Indiana 
Bituminous Coal Operators’ Association vs. Atchison, Topeka & 
Santa Fe et al.; and No. 17563, Illinois Coal Traffic Bureau vs. 
Atchison, Topeka & Santa Fe et al. 


The decision is intended to give relief to the mining indus- 
try in southern Illinois and Indiana. Not baldly, in unequivocal 
language, is the reason for the relief stated. 


“The coal mining industry in Illinois and Indiana is in seri- 
ous condition,” says the report. “Production costs in those 
states are so much higher than those in the western Kentucky 
fields and also in the Crescent fields, except in Pennsylvania, 
that the operators are having great difficulty in meeting their 
competitors’ prices. . The social and business life of the 
mining communities is in a deplorable condition. Thousands of 
miners and other people directly or indirectly dependent upon 
the industry are out of work. Commercial activity in general in 
the affected districts is at low ebb.” 

Complainants, the report said, feared that the situation 
threatened the gradual extinction of their industry. Many of 
the mines, it said, perhaps more than half of them, were idle. 
Most of those still operating, it said, were doing so intermit- 
tently and at little or no profit. On that phase of the case and 
as to the claims of the complainants about freight rates, the 
Commission said: 


Complainants and allied interests contend that the freight rate 
adjustment is partly responsible for their present depression, and 
to relieve it in part they desire a substantial widening of the rate 
differences or differentials in their favor, to be brought about by 
reductions in the rates from the Illinois and Indiana mines or by 
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increases in the rates from the other mines or by a combination of 
both means. Their prayer for relief is not based primarily on the 
economic conditions above outlined, but mainly on transportation 
conditions. The industrial situation is urged merely as one of the 
factors to be taken into consideration. 

The Illinois and Indiana coals are generally competitive with 
the western Kentucky coals and to a considerable extent with Crescent 
coals in general. However, the Crescent coals have better heating 
qualities and leave less ash. Many industrial concerns that could 
use the various coals interchangeably find that considering rates, 
prices, heating qualities, and the cost of handling at the furnaces, 
it is more economical to use Crescent coals. Much of the production 
in the Crescents consists of high-volatile coking coals, consumed 
mainly in the by-product ovens of the steel industry. For the pur- 
pose of —, the latter coals are competitive with Illinois, Indiana, 
and western Kentucky coals only to a limited extent. The Crescent 
coals, used for these and some other specific purposes, generally are 
purchased without particular regard to the differences in rates. The 
movement of these coals has largely supplanted the movement of 
coke, originally produced in beehive ovens, near the mines. 

That complainants are not maintaining their relative position 
in the coal business is clear. The situation with respect to their 
Chicago sales is particularly important. Chicago is the _ principal 
and nearest large market for Illinois and Indiana coal. For years 
past it has obtained over half its supply from mines in these states, 
but has been showing a strong tendency to substitute other coals. 
In 1925 it received probably twice as much coal as it did in 1912, 
but the amount shipped there by Illinois and Indiana operators in 
1925 was only about 20 per cent over the 1912 tonnage. In other 
words, the western Kentucky and Crescent operators have secured 
most of the increase in the Chicago business since 1912. During 
the last three years the business of the Illinois and Indiana operators 
has decreased. 


In respect of the 25-cent differential, western Kentucky over 
southern Illinois and Indiana, the complainants contended, ac- 
cording to the report, that it was much lower than justified by 
transportation conditions. They assumed that when it was 
established it was not based particularly on transportation con- 
ditions, but that it was made rather nominal with a view to 
maintaining somewhat of a commercial parity among operators 
and to permit the western Kentucky interests to participate to 
a reasonable extent in reaching Chicago and northwestern mar- 
kets. The Commission said, however, that that was only an 
assumption. Complainants, it said, sought to show that experi- 
ence had demonstrated that the present differential was too low 
from a commercial as well as a transportation standpoint. They 
urged that the present differences in rates were enabling the 
western Kentucky operators to sell an unduly large amount of 
coal in the competitive markets; that western Kentucky had 
an advantage of about 75 cents in production costs and no 
longer needed any artificial advantage; that it could bear dif. 
ferentials that fully reflected transportation conditions and that 
the time had come for such differentials. They further con- 
tended, the report said, that in the interest of conservation of 
equipment and the avoidance of transportation waste in general, 
the short-haul, rather than the long-haul traffic, should be en- 
couraged. The Commission said they referred to the report 
of the United States Coal Commission, in which they found 
support for the proposition that mines located too far away 
from markets should not be fostered. 

The Commission, in disposing of the case, discussed the 
dozens of other coal cases, including the Lake Cargo Coal Cases, 
Holmes & Hallowell, the large group of cases involving the 
question of the very differentials involved and even cases in 
the southeast and southwest. 

It found that over reasonable and practicable routes western 
Kentucky was at least 35 miles greater distant than southern 
Illinois to Chicago and about 129 miles on traffic to the north- 
west. It said that the difference in distance to Chicago over 
the Illinois Central, often said to be the controlling and rate- 
making line, was about 88 miles. It said that to represent the 
greater costs of operation south of the Ohio River than north 
thereof, the last mentioned average figure, 88 miles, could pos- 
sibly be inflated to produce a constructive distance, but that such 
distance could certainly not be said to exceed 125 miles. Even 
that figure, the Commission said, was probably high. 

In disposing of the relationship question, the Commission 
said the evidence before it indicated that 25 cents was too low 
a spread. But, it said, taking all the circumstances into consid- 
eration, particularly the relationships approved in Illinois Coal 
Cases, 1920, 62 I. C. C. 741, and 64 I. C. C. 751, it appeared that 
35 cents would be sufficiently high. 

Commissioner McManamy, dissenting, in part, said the in- 
crease in the differential was not, in his opinion, sufficient to 
establish a proper relationship between the mine groups. He 
thought the record fully justified a differential of 50 cents. 

Commissioner Hall, also dissenting said, that in this case, 
as in Lake Cargo Coal Rates, 1925, 126 I. C. C. 309, losers of ton- 
nage complained because gainers of tonnage were not more 
heavily handicapped. The majority, he said, found that the 
losers were unduly prejudiced and the gainers unduly preferred, 
“even though the loss and gain are not attributable, on the rec- 
pat to the rate adjustment.” Continuing along that line, he 
said: 


Our power, if we have it, to cure economic ills finds here no occa- 
sion for its exercise. To Chicago, the important market, Indiana- 
Illinois mines shipped in 1925 14,361,400 tons and western Kentucky 
mines 1,326,920 tons, or 15.5 per cent and 8.3 per cent of their 
respective outputs. Can the shippers of 10 to 1 rightfully complain 
because the one has access to that market? 
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August 6, 1927 


The majority find the present rates from the western Kentucky 
mines unreasonably low, and their spread of 25 cents over the south- 
ern Illinois mines too small and thus unduly prejudicial to Illinois 
and Indiana mines. They are unreasonably low, it seems, because, 
for a weighted-average haul of 405 miles to Chicago, the western 
Kentucky rate yields less than 5.5 mills per ton-mile. Yet the south- 
ern lllinois rate to Chicago for a weighted-average haul of 370 miles 
which yields 5.27 mills per ton-mile is found not unreasonable. 
“With what measure ye mete, it shall be measured to you again” 
might find appropriate application in Illinois. True, the Kentucky 
mines lie south of the river and there is a bridge to cross. But 
something more than general statements about operating conditions 
and expensive bridge crossing are needed to establish that a rate is 
unreasonably low. 


Mr. Hall pointed out that in the Lake Cargo Coal Cases, 
decided, as he said, two months ago, the Commission used the 
rates from the more southern fields, yielding less than five 
mills per ton-mile, as standards of reasonableness in weighing 
and reducing the rates from districts nearer to the lake. 

Commissioner Lewis, also dissenting, thought the rates from 
the Illinois and Indiana districts to Chicago and the northwest 
should have been reduced at least 10 cents a ton and the spread 
increased from 25 to 50 cents a ton, making 60 cents in all the 
Illinois and Indiana mines would be under the mines in Ken- 
tucky. He also pointed out that the Chicago & Eastern Illinois, 
under the present arrangements, was carrying coal from mines 
on the Louisville & Nashville past operations on its own rails 
on a division of $1.39 out of a $2.20 rate, “past equipment of 
its own standing on its own siding idle because mines on its 
own lines are closed down.” He said that that carrier in 
such traffic had to pay per diem amounting to $11 or $12 and 
finally getting out of the traffic less than 2.4 mills per ton-mile, 
and, even on 50 tons’ loading, less than 12 cents per loaded 
car-mile. On the economic phase of the subject, he said: 


Back of the foregoing considerations there is a larger thing. There 
appears to me to be an economic issue, with which is associated a cer- 
tain amount of economic and social injustice. Here are great natural 
resources of good coal. They are permitted to go to waste and be 
abandoned while coal is being hauled over them at relatively much 
lower transportation costs. This certainly is not in accord with 
recommendations of the United States Coal Commission. There 
also is involved the element of wasteful transportation, and what 
seems to me to be an unwarranted destruction of long-established 
local industry and the curtailing of employment, with its adverse 
effect on business and distressing financial losses to useful members 
of society who have bought homes and are in the process of rearing 
and educating their families. It is generally recognized by com- 
plainants that all these unfavorable conditions do not wholly arise 
from the transportation inequalities of which they complain, but 
on the other hand, these inequalities seem to be very potential factors 
in producing these results. 


Commissioner Woodlock, dissenting, said he thought the 
rate from the Danville group to Chicago should not have been 
put below $1.40, which, he said, would have been about 80 per 
cent of the Holmes & Hallowell scale. He also dissented from 
the increase in the spread, western Kentncky over southern IIli- 
nois and Indiana. He said that, even allowing 125 constructive 
miles for the Ohio River crossing, he could see no justification 
for a differential as large as that between southern Illinois and 
the Springfield, Ill., district, which is 30 cents for an average 
short tariff route distance of 115 miles. 

“I do not think that the evidence shows that the present 
differentials are responsible for the unfavorable economic condi- 
tions of the Illinois and Indiana mines,” said Mr. Woodlock. 

Commissioners Campbell and Brainerd, the report said, did 
not participate in the disposition of these cases. 


HOG RATES AND REPARATION 


The Commission, on further consideration, in No. 12386 
North Packing & Provision Co. et al. vs. Director-General, New 
York, New Haven & Hartford et al., and No. 13485, Same vs. 
Boston & Albany et al., opinion No. 12399, 128 I. C. C. ‘306-8, has 
found that the complainants have withdrawn their complaint 
as to rates charged on shipments of hogs, in carloads, from 
stations in Iowa and adjacent states to East Cambridge, Mass., 
and other destinations in New England between March 1, 1920, 
and January 1, 1922. It has affirmed its former report, 104 
I. C. C. 607, awarding reparation on shipments in the federal 
control period. It has dismissed the complaint in No. 13485, 
holding that declarations of counsel, of record in the case, in 
legal contemplation, were in voluntary dismissal of its complaint. 
The question was about the application of the rule for making 
rates by combination. Counsel for the complaint that was 
dismissed said, in a colloquy between himself and a representa- 
tive of the Railroad Administration, according to the language 
attributed to him in the report, “and we on our part will with- 
draw our complaint against the carriers which likewise rests 
upon a technicality.” ; 


NAVAL STORES RATES 


The Commission, in No. 15548, Turpentine & Rosin Pro- 
ducers’ Association vs. Alabama & Vicksburg et al., mimeo- 
graphed, has ordered the establishment of rates on rosin and 
turpentine, not later than October 1, on statutory notice, from 
Producing points in Louisiana and Texas to typical points in 
Western Trunk Line, Central and Buffalo-Pittsburgh territories, 
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in accordance with the findings in the report, on reconsidera- 
tion, dated February 15, 1927. That report, on reconsideration, 
followed one made by division 3, dated October 2, 1926. No 
order was issued in connection with either report. The carriers 
having failed to put in the rates found reasonable and non- 
prejudicial, the Commission has issued an order requiring them 
to carry into effect its findings and conclusions, in the form of 
rates per 100 pounds, as follows: 


Tur- Tur- 

Ros- pen- Ros- pen- 

in tine in tine 

To Cts. Cts. To Cts. Cis, 
St. Lowin, Mo. ..-.ccesice 35 i? ee 42 66 
hE gs RRR 41 64 Cleveland, O. ............ 4469 
Milwaukee, Wis. ........ 43 Se Were, WI cccicciseve 44 69 
Ss SE ee ne 32 51 Grand Rapids, Mich. .... 44 69 
eS - 37 58 Kalamazoo, Mich. ...... 43 67 
ee err 40 i '% 6 err 47 74 
Indianapolis, Ind. ....... 40 63 Pittsburgh, Pa. ....cccv 47 74 
Kansas City, Mo....0. 36 56 


CHICAGO COAL RATES 


The Commission, by division 1, has dismissed No. 17256, 
Chicago Coal Merchants’ Association vs. New York Central et al., 
and No. 17205, A. M. Blomgren, trading as the Blomgren Coal 
Co., et al. vs. Chicago & North Western et al., mimeographed, 
finding the rates charged on coal, from points in southern Illinois, 
Indiana and Kentucky to points within the Chicago switching 
district taking arbitraries over the Chicago rates, prior to July 
29, 1923,. were applicable and not unreasonable. The question 
was one of tariff interpretation. The precise question was as to 
what was the Chicago rate, the local rate or the proportional. 
The latter was to be used in making up rates beyond Chicago. 
The complainants contended that the proportionals should have 
been used, not the locals. Edgewater, Ill., was one of the points 
to which an arbitrary applied. It was used for purposes of 
illustration. 


POTATO INCREASE FORBIDDEN 


The Commission, by division 3, in I. and S. No. 2895, pota- 
toes from Kansas City, Mo.-Kan., to Coffeyville, Kan., mimeo- 
graphed, has found not justified the increase in the rate on 
potatoes from and to the points mentioned. It has ordered the 
suspended schedules canceled and discontinued the proceeding. 


REPAIR OF EQUIPMENT, ETC. 


In No. 12066, construction and repair of railway equipment, 
Erie Railroad Co. (marine equipment), opinion No. 12401, 128 
I. C. C. 323-45, the Commission, in a report written by Com- 
missioner McManamy, has found that the leasing of respondent’s 
marine repair yard and floating equipment to a private concern, 
the arrangement regarding the shifting and transferring of its 
freight in New York Harbor, and the repair of its floating equip- 
ment were not, under the circumstances detailed in the report, 
in the interest of efficient and economical management as re- 
quired by section 15-a of the act. It has further found that the 
expenditures by respondent for repairs to certain of its car floats 
at the plant of the Hudson Shipbuilding & Repair Company, 
and the compensation paid to the Phoenix Transit Company for 
lightering, towing, and shifting of vessels in New York Harbor, 
were excessive and not in the interest of efficient and econom- 
ical management as required by section 15-a of the act. 


LUBRICATING OIL RATES 


In No. 17929, White Eagle Oil & Refining Co. vs. Atchison, 
Topeka & Santa Fe et al., opinion No. 12349, 128 I. C. C. 55-6, 
the Commission, by division 2, on reconsideration, modified its 
finding in the original report, 122 I. C. C. 223, so as to find that 
the rate on lubricating oil, in tank carloads, from Galena, Port 
Arthur and West Port Arthur, Tex., to Topeka, Kan., would be 
unreasonable to the extent it exceeded 34 cents. The order for 
the future was made effective as of July 14. 


REFINED PETROLEUM RATES 


The Commission, by division 1, in No. 18335, White Eagle 
Oil & Refining Co. et al. vs. Chicago, Burlington & Quincy et al., 
mimeographed, has found interstate rates on refined petroleum 
products, in carloads, from Augusta, Topeka, and Eldorado, Kan., 
to St. Francis, Kan., and intermediate points in Kansas and 
Nebraska unreasonable, awarded reparation and ordered the 
establishment of new rates not later than September 24. Com- 
missioner Taylor dissented in so far as the report found rates 
unreasonable in the past and awarded reparation. 

The findings are that the rates from Augusta and Topeka 
to St. Francis, Bird City and Atwood, Kan., via Kansas City 
or St. Joseph, Mo., were, are and for the future will be unrea- 
sonable to the extent they exceeded, exceed or may exceed 49 
cents; that the rates from Augusta and Eldorado, via Superior, 
Neb., were, are and for the future will be unreasonable to the 
extent they exceeded, exceed or may exceed 33 cents to Riverton, 
35 cents to Orleans and 38 cents to Marion, Neb., 40 cents to 
St. Francis, Kan., and that the rates to the intermediate points 
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will be unreasonable to the extent they exceed the rates pre- 
scribed to the next more distant point. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413 (Sub-No. 34-2), 
mimeographed, after inspection and test, has found that the in- 
stallation of an automatic train stop device, by the General 
Signal Company, on parts of the Cleveland and Buffalo divisions, 
and the Erie division of the New York Central, meets the re- 
quirements of its order and specifications. It has approved the 
installation with prescriptions of requirements in respect of ap- 
paratus and operations with which the carrier is expected 
promptly to comply. The carrier reported the total cost of the 
installation was $785,537. 

The Commission, by division 1, in No. 13413 (Sub-No. 36), 
mimeographed, after investigation and test, has found that the 
installation of an automatic train stop device, by the General 
Railway Signal Company, on the Albany division of the Boston 
& Albany, meets the requirements of its specifications and or- 
der. It has approved the installation with prescription of re- 
quirements in respect of apparatus and operations with which 
the carrier is expected promptly to comply. The carrier re- 
ported the total cost of the installation was $265,199.93. 


AUTOMATIC TRAIN CONTROL 


By an order in No. 13413, in the matter of automatic train 
control devices, the Commission has broadened the scope of this 
proceeding in order that it may have available all necessary in- 
formation relating to automatic train-stop devices, train-control 
devices and block signal systems. All Class I roads have been 
made respondents, Detailed information is to be supplied by 
the carriers in responses to a questionnaire attached to the 
order, not later than October 1, 1927. The proceeding may be 
assigned for hearing at such times and places as the Commis- 
sion may hereafter direct. Approximately forty railroads have 
practically complied with the two train control orders issued 
heretofore by the Commission requiring installations on speci- 
fied divisions. The order now issued, in part, follows: 


The matter of automatic train-stop devices, train-control devices, 
and block signal systems, under the provisions of section 26 of the 
interstate commerce act, and the specifications and requirements 
with respect thereto, being under consideration, 

It is ordered, That the Commission upon its own motion reopen 
this proceeding and enter upon a further investigation into and con- 
cerning installations of automatic train-stop and train-control devices, 
and, in addition thereto, block signal systems, including specifications 
and requirements in respect thereof, with a view to determining 
whether, and to what extent, existing installations of these devices 
and systems now in use on the lines of Class 1 carriers by railroad 
subject to the interstate commerce act, excluding switching and 
terminal companies, are adequate, and if found inadequate, what 
additional installations should be made, to the end that increased 
safety in train operation may be obtained. 


READER PROJECT DISAPPROVED 


Public convenience and necessity are not shown to require 
construction by the Reader Railroad of a line from Hope to 
El Dorado, Ark., a distance of approximately 63 miles, or con- 
struction of an extension of the Reader from a point near 
Waterloo to McNeil, Ark., a distance of approximately 15 miles, 
according to a report of the Commission, division 4, in finance 
Nos. 5791 and 5792, denying applications seeking authority to 
build the lines. 

The Arkansas Railroad Commission recommended that the 
applications be granted. The Missouri Pacific protested against 
granting of the application. 

“The real need of the territory involved in this proceeding,” 
said the Commission, “appears to be adequate highways rather 
than an additional railroad. The air-line distance from any point 
in the territory to an existing railroad does not exceed 15 miles. 
Any development in this territory justifying additional railroad 
service could and doubtless would be taken care of by the con- 
struction of an extension of the railroad nearest such develop- 
ment.” 

This comment related to the proposed construction of the 
line from Hope to El Dorado. The Commission said, however, 
that the country to be traversed by the proposed Waterloo- 
McNeil line was substantially similar in character to that de- 
scribed in connection with the Hope-El Dorado line. It said 
the roads were poor and frequently impassable, and that, as with 
respect to the Hope-El Dorado line, there was lack of adequate 
highways to permit the hauling of farm products to the existing 
railroads. It remarked that timbering operations should be 
developed by means of logging railroads. 


COMMISSION ORDERS 


The Indiana Farm Bureau Federation and Indiana Farm 
Bureau Purchasing Department, Inc., have been permitted to 
intervene in No. 15912, Ohio Farm Bureau Federation et al. vs. 
Ahnapee & Western et al. 

The Neal Gravel Co. has been permitted to intervene in 
No. 19653, Interstate Sand & Gravel Co. vs. Wabash et al. - 

The Paul A. Sorg Paper Co. has been permitted to intervene 
in No. 19703, St. Regis Paper Co. vs. Ann Arbor et al. 
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The Florida Dense Long Leaf Pine Manufacturers has been 
permitted to intervene in No. 19738, Cummer Lumber Co. et al. 
vs. Yazoo & Mississippi Valley et al. 

The Pennsylvania Railroad has been relieved from the neces. 
sity of equipping with train control devices certain specified 
branch line locomotives operating over the Panhandle division 
within train control territory between Mingo Junction, O., and 
Weirton Junction, W. Va., and between Steubenville, O., and 
Weirton Junction, W. Va., also on the Middle division between 
Rockville, Pa., and Harrisburg passenger station, Harrisburg, 
Pa., by an order entered in No. 13413, in the matter of auto- 
matic train control devices. 


The Commission has further modified its order in I. and §., 
No. 2440 and consolidated cases, in re salt from New York 
points to eastern, New England and Canadian points, so as to 
make it become effective on September 6. 


The Western Union Telegraph Co. and the Nashville, Chat- 
tanooga & St. Louis Railway have been permitted to intervene 
in valuation No. 1031, in re valuation of Seaboard Air Line Rail- 
way Co. 

The Commission has further amended its order in No. 15916, 
Spanish River Pulp & Paper Mills, Limited, et al. vs. Ahnapee 
& Western et al., so as to make it effective on October 31 in- 
stead of on September 1. 


The order entered in No. 15061, Western Brick Co. et al. vs. 
New York Central et al., on June 13, 1927, and which provides 
for the establishment of the rates and relationships of rates 
therein prescribed on or before September 6, 1927, on not less 
than 30 days’ notice, has been modified so as to permit the 
filing and posting of tariffs on not less than 10 days’ notice. 

The petition filed by complainant, R. W. Carr, in No. 16765 
(and Sub. Nos. 1 to 15, R. W. Carr et al. vs. Director General, as 
agent, Central Vermont et al., for rehearing, reargument and 
reconsideration, has been denied. 


The Escanaba Paper Co. has been permitted to intervene 
in No. 19766, P. M. Allen, receiver, Peshtigo Paper Co. vs. 
Minneapolis, St. Paul & Sault Ste. Marie et al. 

The Atlantic Coast Line has been permitted to intervene in 
No. 19782, Empire Size & Chemical Corp. vs. Atlanta, Birming- 
ham & Coast et al. 


SUSPENDED TARIFFS 

In I. and S. No. 2955, the Commission has suspended from 
July 30 until February 29 schedules as published in the follow- 
ing tariffs: J. J. Cottrell, agent: Supplement No. 11 to I. C. C. 
No. 641, supplement No. 18 to I. C. C. No. 658, supplements Nos. 
10 and 13 to I. C. C. No. 660; J. H. Glenn, agent: Supplements 
Nos. 37 and 40 to I. C. C. No. A-554, supplement No. 8 to I. C. €. 
No. A-602, supplements Nos. 3 and 7 to I. C. C. No. A-614; F. L. 
Speiden, agent: Supplements Nos. 8 and 10 to I. C. C. No. 1058. 

The suspended schedules propose to increase the carload 
minimum weight on ochre from 36,000 pounds, generally speak- 
ing, to 50,000 pounds, on shipments between points in the south 
and from the south to the north and east. 

In I. and S. No. 2957, the Commission has suspended from 
August 1 until March 1 schedules as published in supplement 
No. 6 to Pennsylvania Railroad Company’s tariff I. C. C. F-2045 
and tariffs of various other carriers. The suspended schedules 
propose a revision of rates on lime, in carloads, from northern 


Ohio producing points to points in Indiana and Illinois in the 


vicinity of Chicago, Ill., which would result in both increases 
and reductions. The following is illustrative: 


Lime, in carloads, rates in cents per 100 pounds. From Wood- 
ville, O., to Gary, Ind. Present 15, proposed 15%; to Joliet, IIl., 
16, proposed 15%. 


In I. and S. No. 2958, the Commission has suspended from 
August 3 until March 3 schedules as published in supplement 
No. 13 to Missouri Pacific’s tariff I. C. C. No. A-6722. The sus- 
pended schedules propose to restrict rates on stock cattle and 
hogs from Wichita, Kan., to Kansas City, Kan., so that this 
traffic will move on the full rates applicable to fat cattle and 
hogs instead of 75 per cent of the fat cattle and hogs rates in 
the opposite direction. This would have the effect of increasing 
the rates on stock cattle and hogs from Southwestern territory 
to Kansas City, Kan., when made on Wichita, Kan., combination. 
The following is illustrative: 


Rates in cents per 100 pounds on_ stock cattle, carloads, to Kan- 
sas City, Kans., from Alpine, Tex., to Wichita, present 42, proposed 42; 
rey, ees 174%, proposed 23; through rate, present 5914, pro- 
pose 4 


G. N..N. P. UNIFICATION CASE 


C. D. Mahaffie, director of the bureau of finance of the 
Commission, will begin hearings October 3 at the Hotel Nicollet, 
Minneapolis, Minn., on the applications of the Great Northern 
Pacific Railway Company for authority to acquire control of 
the Great Northern, Northern Pacific & Spokane, Portland & 
Seattle railroad companies, and to issue securities. 
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MEMPHIS BRICK ADJUSTMENT 


Attorney-Examiner John ‘McChord, in No. 14617, Acme 
Brick Co. et al. vs. Alabama & Vicksburg et al.; No. 15467, Same 
vs. Abilene & Southern et al.; No. 16628, Kansas Gas Belt Brick 
Manufacturers Association vs. Abilene & Southern et al.; No. 
15692, Oklahoma Brick Manufacturers’ Association vs. Abilene 
& Southern et al.; No. 15738, Acme Brick Co. et al. vs. Abilene 
& Southern et al.; and No. 9702, Memphis-Southwestern Investi- 
gation, on further hearing, has recommended that the Commis- 
sion find unduly prejudicial to Memphis, Tenn., a bridge arbi- 
trary of 1 cent per 100 pounds, on brick and related articles, 
from Memphis to Southwestern territory. He said that the 
undue prejudice should be ordered removed by the establish- 
ment of a like arbitrary, as a bridge toll, on traffic from South- 
western territory to Memphis. 

A further recommendation is that the rates on common 
brick, carloads, from Southwestern territory, within 150 miles, 
to Memphis, be found unreasonable and unduly prejudicial to 
the extent they exceed, or may exceed, 80 per cent of the con- 
temporaneous rates on articles in the uniform brick list. 

These cases were consolidated and covered by the decision 
in Southwestern Brick Cases, 107 I. C. C. 681. However, in that 
report, the rates from the southwest into Memphis were not 
subjected to the provision in the General Brick case, that rates 
on common brick, for distances not in excess of 150 miles, 
should not exceed 80 per cent of the articles in the uniform brick 
list. In the Memphis-Southwestern Investigation, 77 I. C. C. 
473, provision was made for a bridge toll or arbitrary of 2 cents, 
later reduced to 1 cent. In the Southwestern Brick case the 
Commission said there should be no bridge arbitrary. 

Following the filing of a petition by the Memphis Freight 
Bureau asking that the carriers be required to establish rates 
on common brick from Memphis to points in Arkansas on the 
same basis as that applying intrastate in Arkansas and that they 
be required to eliminate the bridge toll on brick and related 
articles, the carriers, ‘McChord said, reduced the bridge toll to 1 
cent and established rates on common brick for distances of 150 
miles and less, from Memphis to points in Arkansas and Mis- 
souri on the 80 per cent basis. As the situation stood at the 
time of the hearing, the report said, the rates on articles in the 
uniform list, from Memphis to destinations in southern Mis- 
souri, and in Arkansas, Kansas, Oklahoma and Texas were the 
same as those applicable on those articles and on common brick 
in the opposite direction, except that shipments from Memphis 
to the southwest were subject to a bridge toll of 1 cent, while 
no bridge toll was assessed on shipments from the southwest 
to Memphis. McChord said that to the extent that the common 
brick rates from Memphis reflected the bridge toll, they were 
higher than the intrastate rates on common brick for like 
distances in Arkansas and Missouri. He said that while no 
bridge toll was added in constructing the rates on common brick 
from points in Arkansas and southeastern Missouri to Memphis, 
the latter rates were on the full scale basis while, as before 
stated, the rates from Memphis to those points, for 150 miles and 
less, were on the 80 per cent basis. 


PIG LEAD RATE RECOMMENDED 


A finding of unreasonableness in the past, for the present 
and for the future, an order establishing a new rate and an 
award of reparation have been recommended by Examiner C. E. 
Simmons in No. 18877, A. Marx & Sons, Inc., vs. Louisiana Rail- 
way & Navigation Co. et al., as to a rate of 65 cents charged 
on two carloads of what the railroads called pig lead, shipped 
from North Baton Rouge, La., to Atlanta, Ga., in 1923. The rate 
was alleged to have been unreasonable and inapplicable. The 
shipments were described as scrap lead by the shipper. The 
railroads claimed the shipments which were in bars or blocks 
made by melting scrap lead, were pig lead and the applicable 
sixth class rate was applied. The examiner said the Com- 
mission should find the rate assailed was applicable but that it 
was, is, and for the future would be unreasonable to the extent 
it exceeded, exceeds or might exceed 61.5 cents and award rep- 
aration to that basis. 


RATES ON IRON AND STEEL 

Examiner E. P. Hurley, in No. 17926, Bluefield Hardware 
Co. et al. vs. Baltimore & Ohio et al., has recommended that 
the Commission find rates on iron and steel articles, carloads 
and less-than-carloads, from points in Pennsylvania, Ohio, and 
West Virginia, to Bluefield, W. Va., between December 2, 1924, 
and February 16, 1925, to have been unreasonable, unduly preju- 
dicial and in violation of the long-and-short-haul clause of section 
4. He said the Commission should find that the rates charged 
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on shipments of the commodities mentioned, from Pittsburgh 
and other points in the states named, located in the so-called 
60 and 66.5 per cent groups, commonly designated as the Pitts- 
burgh group, were unreasonable, unduly prejudicial to Bluefield, 
and in violation of the long-and-short-haul part of the fourth 
section, between the dates mentioned, to the extent they ex- 
ceeded 40.5 cents, carloads, and 48 cents, less-than-carloads; that 
the corresponding rates from the so-called Johnstown group 
through Kenova, W. Va., in the same period, were likewise to 
be condemned for the same reason to the extent they exceeded 
42 cents, carloads, and 50 cents, in less-than-carloads; and that 
the complainant was entitled to reparation. 

Hurley said that as to rates, both carload and less-than- 
carload, since February 16, 1925, they should be found not un- 
reasonable or otherwise unlawful. 


RATE ON BRICKS 


On a finding of inapplicability as to a full combination rate 
of $3.10 charged on carload shipments of brick from Nash- 
ville, Tenn., to Mt. Sterling, Ky., Examiner Paul A. Colvin has 
recommended an award of reparation to the basis of a rate of 
$2.60, in No. 19236, Walter L. Lacy Co., Inc., vs. Chesapeake & 
Ohio et al. Complainant relied on Sligo Iron Store Co. vs. W. M., 
62 I. C. C. 648, 78 I. C. C. 551, and other cases. 


PEACHES, BANANAS, ETC. 


Examiner Horace W. Johnson has recommended the dis- 
missal of No. 19056, B. B. Brown Produce, Inc., et al. vs. Florida 
East Coast, on a finding that the proportional rates on peaches, 
bananas, cantaloupes, muskmelons and melons, N. O. I. B. N., in 
carloads, from Jacksonville, Fla., to Miami, Fla., applicable on 
interstate shipments, are not unreasonable or otherwise unlawful. 


RED CEDAR POLE RATES 


Examiner Lewis L. Prout has recommended the dismissal 
of No. 19308, Valentine-Clark Company vs. Canadian National 
Railways et al., on a finding that the rate charged on western 
red cedar poles, in carloads, from Lakeshaw and Deerholme, 
British Columbia, to Charleston, W. Va., treated in transit at 
Minnesota Transfer, in 1924, was inapplicable; that the ap- 
plicable rate was unreasonable but not unduly prejudicial. He 
said the Commission should find that the failure of the Chesa- 
peake & Ohio to provide a clearance rule in connection with the 
applicable rate was not unreasonable or unduly prejudicial. 
The shipments moved in a period when the rate of 92 cents, 
applicable before and after the shipments were made, was not 
in effect over the route of movement. The examiner said the 
Commission should authorize the waiver of the outstanding un- 
dercharge and find the rate applicable at the time of movement 
unreasonable to the extent it exceeded the before and after 
applicable rate. 


COTTON RATE INAPPLICABLE 


Examiner B. E. Stillwell, in No. 18989, S. M. Whitney & 
Co. vs. Charleston & Western Carolina et al., and a sub-number 
thereunder, Same vs. Atlantic Coast Line et al., said the Com- 
mission should find the rate charged on 12 carloads of cotton, 
shipped, in 1923, from Holly Springs, N. C., to Augusta, Ga., was 
inapplicable and award reparation. He said that under the 
Sligo Iron Store rule, the applicable rate was 60 cents. Full 
combinations of 78 and 90 cents were collected. The carriers 
contended that the combination of 78 cents was applicable on 
all the shipments. 


FULLERS EARTH RATES 

Examiner Paul O. Carter, in No. 19394, Elk Refining Com- 
pany vs. Atlantic Coast Line et al., said the Commission should 
find a rate of $10.73 per net ton, on fullers earth, from Atta- 
pulgus, Ga., Quincy and Jamieson, Fla., to Falling Rock, W. Va., 
since March 1, 1926, had been, was, and would be unreasonable 
to the extent it exceeded, exceeds or might exceed $8 per ton, 
order that rate for the future and award reparation. 


DRIED FIG RATES 


A finding of unreasonableness for the future and an order 
prescribing rates on imported shipments of dried or evaporated 
figs, in bulk, in bags or mats, carloads, equivalent to fifth class, 
from New York harbor points and Baltimore, Md., to Zion, IIL, 
have been recommended by Examiner Leslie H. McDaniel, in 
No. 19052, Zion Institutions & Industries et al. vs. New York 
Central et al. Fourth class rates are applicable. The complain- 
ants asked for import commodity rates, 50.5 cents from New 
York, and from Baltimore the customary differential of 3 cents 
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under New York. The examiner said the record did not show 
the necessity for import commodity rates but that fifth class 
rates should be prescribed on a minimum of 36,000 pounds. He 
said that fourth class had been the rating since 1888 and that, 
in accordance with the action taken in Blocksom & Co. vs. 
Michigan Central, 120 I. C. C. 521, and similar cases, the Com- 
mission should limit its finding of unreasonableness to the fu- 
ture and deny reparation. 


LUMBER DEMURRAGE APPLICABLE 


Dismissal of the complaint in No. 18978, Pine & Cypress 
Manufacturing Co. vs. Chesapeake & Ohio, has been recommended 
by Examiner Martin J. Walsh on a proposed finding that demur- 
rage charged on several carloads of lumber at Huntington, 
W. Va., was applicable. He said overcharges found on one ship- 

ment should be refunded. 


REPARATION ON OIL-WELL SUPPLIES 


An award of reparation has been recommended by Examiner 
H. L. Main in No. 19126, Transcontinental Oil Co. et al. vs. 
Denver & Rio Grande Western et al., on a finding that the rate 
charged on a carload of oil-well supplies from Delta, Colo., to 
Opal, Wyo., was unreasonable to the extent that it exceeded a 
through rate of 89 cents. 


RATING ON ZINC BATTERY CANS, ETC. 


Pxaminer B. E. Stillwell has recommended dismissal of the 
complaint in No. 19167, French Battery & Carbon Co. vs. New 
York Central et al., on a finding that any quantity second-class 
rating and rate applied on zinc battery cans, cups and shells, 
carloads, from Claremont Park, N. Y., to Madison, Wis., were 
not unreasonable. 


BRASS AND COPPER INGOT RATES 


Examiner E. H. Kerwin, in No. 19229, Federated Metals Cor- 
poration vs. Pennsylvania, said the Commission should find un- 
reasonable the rates on brass and copper ingots and bars, in 
carloads, from East Liberty, Pa., to destinations in central ter- 
ritory, on shipments moving on and after May 2, 1925, the date 
on which he said the sixth class basis should have been estab- 
lished, and to January 27, 1927, when the sixth class basis was 
actually established. Fifth class rates were exacted. Sixth class 
rates were established in accordance with the findings in brass 
bronze, and copper ingots, 118 I. C. C. 725. 


BASKET HOOP RATE 


Examiner Kenneth J. McAuliffe has recommended the dis- 
missal of No. 19354, Liberty Cooperage and Lumber Co. vs. Erie 
et al., on a finding that the fifth class rate of 31 cents charged on 
a carload of basket hoops, shipped from Akron, Ind., to Mans- 
field, O., and reconsigned to Pittsburgh, in April, 1925, was not 
unreasonable or otherwise unlawful. 


BICHROMATE OF SODA RATES 


On a proposed finding that a fourth class rate of 27 cents 
charged on bichromate of soda, in casks, carloads, from Jersey 
City, N. J., to Wilmington, Del., was applicable, Examiner Harry 
C. Barron has recommended dismissal of the complaint in No. 
19273, Amalgamated Leather Companies, Inc., vs. Central of 
New Jersey. 


REPARATION ON PLASTER 


An award of reparation has been recommended by Examiner 
S. A. Aplin in No. 19311, Standard Gypsum Co. vs. Southern 
Pacific et al., on a finding that rates charged on plaster, carloads, 
from Ludwig, Nev., were unreasonable to the extent that they 
exceeding 33.5 cents to Seattle, University and Fremont, Wash., 
and 36 cents to Ballard and Bellingham, Wash. 


RATES ON BOILERS 


Dismissal of the complaint in No. 19070, National Supply 
‘Co.-Midwest, vs. C. C. C. & St. L. et al., has been recommended 
by Attorney-Examiner John B. Keeler on a proposed finding that 
charges on shipments of boilers from Muncie, Ind., to points in 
Oklahoma were applicable and not unreasonable. 


SIOUX FALLS LIVE STOCK RATES 


In a report on further hearing on No. 15000, Sioux Falls 
Live Stock Exchange et al. vs. Atchison, Topeka & Santa Fe 
et al., Examiner William A. Maidens said the Commission should 
affirm the findings of division 1, in the original report, 109 
I. C. C. 501, in connection with which reasonable and non- 
prejudicial rates on live stock from Sioux Falls, S. D., to Chi- 
cago and Peoria, Ill., Milwaukee and Cudahy, Wis., Omaha, Neb., 
St. Louis, Mo., and Ottumwa, Des Moines, Cedar Rapids, and 
Mason City, Ia., were prescribed. 

Maidens said that a comparison of the exhibits and testi- 
mony, in the aggregate, did not offer anything of a substantial 
character which would warrant the Commission in changing its 
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original opinion and that the findings of the division should be 
affirmed, “with the exception of the rate prescribed from Sioux 
Falls to Chicago, under Mayer & Co.,” 122 I. C: C. 305. He said 
a supplemental order should be drawn which would remove 
any conflict with the order in the Mayer & Co. case with respect 
to rates from Sioux Falls to Madison, Wis. 

The case was reopened upon the petition of the defendants. 
The Sioux Falls Chamber of Commerce, Sioux Falls Stockmen’s 
Exchange and the Sioux Falls Stock Yards intervened in sup. 
port of the complaint, the examiner said. The Sioux City Live 
Stock Exchange, the Sioux City Traffic Bureau and the Omaha 
Live Stock Exchange, he said, intervened to protect their in- 
terests, and submitted evidence in opposition to the allegation 
that the rate adjustment unduly preferred Sioux City. 

Maidens said, in the course of his report, that as the case 
was not reopened on the question of transit, the Commission’s 
original finding in that respect should be fully and promptly 
complied with. 


REPARATION ON HOGS 


An award of reparation has been recommended by Exam- 
iner A. J. Sullivan in No. 19125, Allied Packers, Inc., et al. vs. 
Baltimore & Ohio et al., on a proposed finding that a rate of 
68.5 cents charged on hogs from Sioux City, Ia., to Wheeling, 
W. Va., in the period April 5 to May 10, 1923, was unreasonable 
to the extent that it exceeded a rate of 66.5 cents that was 
made effective November 10, 1923. 


DEMURRAGE ON COAL 


Dismissal of the complaint in No. 19386, Pleasant Coal Co. 
vs. Terminal Railroad Association of St. Louis et al., has been 
recommended by Examiner A. J. Sullivan on a proposed finding 
that demurrage charges assessed at St. Louis, Mo., on coal from 
certain points in Illinois were applicable. 


RATE ON COTTON MOPHEADS 


Examiner Paul A. Colvin has recommended dismissal of 
the complaint in No. 19271, Massasoit Manufacturing Co. vs. 
New England Steamship Co., on a finding that the second class 
rate charged on cotton mopheads, any quantity, shipped en- 
tirely by water from Fall River, Mass., to Pier 14, North River, 
New York, N. Y., was not unreasonable. A commodity rate 
and reparation were sought. Upon the record, the examiner 
said, there appeared to be no warrant for deviating from the 
application of class rates. 


RATE ON EGGS 


On a proposed finding that the applicable combination rate 
of $1.31 charged on a carload of eggs shipped April 6, 1925, from 
Algood, Tienn., to Columbus, Ga., was not and is not unreason- 
able or otherwise unlawful, Examiner Kenneth J. McAuliffe has 
recommended dismissal of the complaint in No. 19268, Tennessee 
Egg Co. vs. Southern et al. 


IRON AND STEEL REPARATION 


Examiner P. F. Mackey has recommended an award of 
reparation in No. 19232, Wickwire Spencer Steel Co. vs. New 
York Central, on a finding that fifth class rates charged on 
iron and steel articles, carloads, from Harriet, N. Y., to Cleve- 
land and Elyria, O., were unreasonable to the extent that they 
exceeded 23 cents. He said no order for the future was neces- 
sary as the rate found reasonable had been established. 


GAS OIL RATES 


An award of reparation has been recommended by Examiner 
A. J. Sullivan in No. 19213, Skelly Oil Co. vs. Santa Fe et al., 
on a finding that a rate of 37 cents charged on two tank-car 
loads of gas oil from Eldorado, Kans., to Algona and Decorah, 
Ia., was unreasonable to the extent that it exceeded 33.5 cents, 
a rate made effective April 1, 1926. 


RATES ON SOAP, ETC. 


Dismissal of the complaint in No. 19252, Colgate & Co. vs. 
Tampa & Jacksonville et al., has been recommended by Exam- 
iner E. H. Kerwin on a finding that rates on soap and related 
articles, carloads, from Jersey City, N. J., to destinations in 
Florida were not and are not unreasonable or otherwise un- 
lawful. 


RATE ON CRESYLIC ACID 


In No. 19075, Bakelite Corporation vs. Pennsylvania, Exam- 
iner E. H. Kerwin has recommended that the Commission find 
that a rate of 22.5 cents on crude cresylic acid, carloads, from 
Philadelphia, Pa., to Perth Amboy, N. J., is and for the future 
will be unreasonable to the extent that it exceeds the fifth-class 
rate of 19.5 cents, subject to a carload minimum of 36,000 pounds. 
He said reparation should be denied. 

The examiner said there had been no rail shipments of the 
commodity involved from Philadelphia to complainant’s Perth 
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Amboy plant since September, 1926, the shipments since that 
date having been made by motor truck at a rate of 20 cents 
compared with the fourth-class rate of 22.5 cents for rail ship- 
ments. 


RATE ON MANGANESE 


Examiner Paul A. Colvin in No. 18734, Brennan & Corrigan, 
Inc., vs. Erie et al., has recommended that the Commission find 
that a domestic fifth-class rate of $1.545 charged on a mixed 
carload of silico and ferro manganese shipped from Niagara 
Falls, N. Y., to Laredo, Tex., for export to Mexico City, Mex., 
February 27, 1926, was applicable, but that it was, is, and for 
the future will be unreasonable to the extent that it exceeded, 
exceeds or may exceed the aggregate of intermediates of $1.44, 
contemporaneously in effect over the route of movement, and 
award reparation. 


LUMBER RATES PREJUDICIAL 


A finding of undue prejudice and the prescription of new 
rates have been recommended by Examiner W. M. Carney, in 
No. 19191, Birch Valley Lumber Company vs. Strouds Creek and 
Muddlety et al., as to rates on lumber from Tioga and Delphi, 
W. Va., to interstate destinations in Trunk Line and Central 
territories. He said the rates should be found not unreason- 
able. The lumber in question originates on the short line named 
as chief defendant. The rates against which complaint was 
made were combinations, based on the junction point between 
the short line and the Baltimore & Ohio. Carney said the Com- 
mission should find the rates unduly prejudicial to the extent 
they exceeded, exceed, or might exceed those from Richwood, 
W. Va., or group 9 points to destinations in Trunk Line and 


Central territories. He said the record would not support an 


award of reparation in view of the proposed finding. 


REPARATION ON PEACHES 


Examiner R. J. Olentine, in No. 18649, Welch & Welch vs. 
Southern Pacific et al., says the Commission should find ap- 
plicable but unreasonable the rate of $2.595 charged on carloads 
of peaches from Newcastle, Calif., to Chicago, Ill., in August, 
1924, to the extent it exceeded $1.73 and award reparation. The 
complainant contended that the rate of $1.73 was applicable to 
the six carloads in question. The carriers enforced their rule 
providing that when articles are provided for in packages of 
the second class and are shipped in packages of the third class, 
they will take a rate 50 per cent higher than when shipped in 
packages of the second class. These peaches were shipped in 
baskets instead of crates. The examiner rests his recommenda- 
tion on Kloeber vs. N. P., 96 I. C. C. 4387. 


RATINGS ON SPRING ASSEMBLIES 


Attorney-Examiner John McChord, in No. 19116, Kay Manu- 
facturing Company et al. vs. Ann Arbor et al., has recommended 
that the Commission find unreasonable and unduly prejudicial 
the rates on spring assemblies, in less-than-carloads, for the 
present and the future, to the extent they exceed or may exceed 
the contemporaneous second class rates applicable in Official, 
Southern and Western Classification territories. He said that 
reparation should be denied. The ratings, under various items 
describing spring assemblies, vary from second to double first 
class. McChord said the issue presented was whether spring as- 
semblies, designated in Consolidated Freight Classification, had 
oe properly classified in Official, Western and Southern ter- 
ritories. 


BRICK-CLAY PRODUCT RATES 


In No. 19216, Acme Brick Company vs. Illinois Central et al., 
Examiner S. A. Aplin has recommended dismissal of the com- 
plaint on a finding that rates on brick and other clay products 
from Perla and Ft. Smith, Ark., to Baton Rouge and New Or- 
leans, La., and Jackson, Miss., were not unreasonable. The ex- 
aminer said the assailed rates were substantially reduced in 
Southwestern Brick Cases, 107 I. C. C. 681, in which proceeding 
reparation was denied. 


RATES ON SPELTER 


Examiner Frank C. Weems has recommended the dismissal 
of No. 18819, Athletic Mining & Smelting Company et al. vs. 
Atchison, Topeka & Santa Fe et al., and sub-number thereunder, 
Quinton Spelter Company vs. Same, on a finding that the rates 
on spelter, in carloads, from South Fort Smith, Fort Smith, Van 
Buren, Ark., and Quinton, Okla., to interstate destinations, are 
hot unreasonable or otherwise unlawful. The complainants al- 
leged their rates were unreasonable, unjustly discriminatory and 
unduly preferential of their competitors at so-called group points, 
including Bartlesville, Okla., and points in Kansas, to the extent 
that their rates exceeded those from group 1 points. The exam- 
iner said that although the rates appeared unreasonable when 
compared with those from Bartlesville and other group 1 points, 
in reSpect, however, only of the rates to St. Louis and East St. 
Louis, including eastern points basing thereon, the record was 
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convincing that the rates from group 1 points were of such a 
level as to preclude their use for condemning the rates assailed 
as unreasonable. 


GRAIN CAR RULE CASE 


Examiner William A. Maidens, in No. 18870, Globe Grain 
and Milling Company vs. Missouri Pacific et al., and a sub num- 
ber thereunder, Same vs. Atchison, Topeka & Santa Fe et al., 
said the failure of the defendants to provide carrier’s con- 
venience rules, for application on shipments of bulk barley and 
bulk kaffir corn, from Leoti, Kan., to Santa Paula, Calif., in the 
case of the barley, and from St. Vrain, N. M., to Santa Ana, 
Calif., in the case of the corn, should be found unreasonable. 
The rule of carrier’s convenience, he said, should be prescribed 
to the effect that when the carrier furnished a car of less 
capacity than the tariff minimum, the charges would be based 
upon the actual weight when the car was loaded to actual 
capacity. He said the carriers, in this case, should be author- 
ized to waive the outstanding undercharges. Charges were col- 
lected in accordance with the tariff minimum of 60,000 pounds. 
The cars furnished were of 50,000 pound capacity. The com- 
plainant said the complaints were filed with a view to prevent- 
ing the annoyance to shippers of grain of being served with bal- 
ance due bills by reason of the Santa Fe continuing in grain 
service box cars with a capacity of only 50,000 pounds when the 
tariff minimum on grain was 60,000 pounds, without provision 
for having charges assessed on actual weight instead of on the 
tariff minimum. 


P. M. STOCK DIVIDEND CASE 


Examiner A. C. Devoe, in finance No. 6363, stock of Pere 
Marquette Railway, has recommended that the Commission deny 
the application of the Pere Marquette for authority to issue 
$9,009,200 of common stock for distribution as a dividend of 
20 per cent upon the outstanding common stock. 

From a comparison of the items in the Pere Marquette 
accounts, the examiner said that it appeared that the surplus 
of the applicant, which was represented by capitalizable assets, 
was $6,844,561.31. He said that, considering the financial struc- 
ture of the applicant and the purposes for which surplus should 
be accumulated, the amount of invested surplus was insufficient 
to justify distributing all or any part of it to the stockholders 
as a stock dividend. He said the Commission had not yet estab- 
lished the final valuation of the Pere Marquette’s properties. 
Therefore, he said, it was impracticable to compare its capi- 
talization with the underlying value. Nothing herein, he said, 
was to be taken as an expression of opinion in respect thereto, or 
as a determination of such value. He said the tentative final 
valuation of the properties, plus additions and betterments, to 
April 30, 1927, amounted to practically $111,000,000. That amount, 
he observed, was “very much less than the net book investment 
in road and equipment of $127,767,344.66, which was used in 
comparing the capitalizable assets and the capital liabilities.” 
In view of the variation indicated and the fact that the proposed 
issue of stock would result in the capital liabilities -exceeding 
the capitalizable assets as shown in a table incorporated in the 
report, the examiner said the grant of authority to issue stock, 
for distribution as a stock dividend prior to the finding of final 
valuation, would not appear compatible with the public interest. 


FRISCO PENSACOLA TERMINALS 


In a propsed report on finance No. 6230, acquisition of cer- 
tain tracks by Muscle Shoals, Birmingham & Pensacola, and No. 
6231, application of the same company to acquire a track from 
the Gulf Power Company, the applications constituting the plan 
of the St. Louis-San Francisco to establish terminals in Pensa- 
cola, Fla., Examiner Haskell C. Davis has recommended a find- 
ing that the present and future public convenience and necessity 
require the acquisition and operation by the applicant of tracks 
owned by the Gulf Ports Terminal Railway Company and the 
Gulf Power Company. The tracks are in Escambia county, Flor- 
ida, the county in which Pensacola is situated. 

Haskell recommended the grant of a certificate without 
conditions attached. The Louisville & Nashville, which inter- 
vened in the case, asked that the certificate, if granted, be con- 
ditioned so that the Louisville & Nashville or any other railroad 
now or hereafter having connection with the lines to be ac- 
quired, would be admitted to joint use of the acquired tracks, 
upon terms to be agreed upon, or fixed by the Commission, in 
default of agreement. Davis said no claim was made that the 
present terminal facilities of the L. & N. were inadequate. The 
Louisville & Nashville also offered to buy the tracks in question 
at the prices the Frisco interest was acquiring them, the tracks 
to be operated jointly by the L. & N., Frisco, and any other com- 
panies which might hereafter enter Pensacola. It said its inter- 
vention was at the solicitation of industries which also inter- 
vened. The latter, the examiner said, asserted that they desire 
to facilitate the plans of the Frisco in every manner possible so 
far as they deemed the plans consistent. They desired to pre- 
vent what they thought a very valuable part of their business— 
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the elimination of competitive rail service. Davis said their 
idea of competitive rail service appeared to be that each indus- 
try had to be served directly by two or more carriers. He said 
there was reciprocal switching now; that if the Frisco should 
be allowed to acquire and the L. & N. admitted to joint use, the 
industries on those tracks would be relieved of paying switching 
charges, while industries on the tracks of only one of the two 
trunk lines would continue to pay charges on non-competitive 
traffic. The result, Davis said, would be a discrimination in 
charges between industries in the same switching district for 
which the record did not afford any justification. The examiner 
said the interveners did not present any facts that would mili- 
tate against the granting of the authority sought, or that would 
justify circumscribing that authority by the conditions suggested. 


FINAL VALUATION REPORTS 


Valuation Docket No. 520, Reynoldsville and Falls Creek Rail- 
road Co., opinion No. B-545, 125 I. C. C. 388-412, final value for 
rate-making purposes of property owned and used for common 
carrier purposes found to be $431,311, and of property used but not 
owned, $1,510, as of June 30, 1917. 

Valuation Docket No. 953, Northern Telegraph Co., opinion No. 
B-546, 125 I. C. C. 413-23, final value for rate- making purposes of 
ro erty owned and used ‘for common carrier purposes found to be 
Bi52,238, as of June 30, 1916. 


TENTATIVE VALUATION REPORTS 


Chicago Heights Terminal Transfer Railroad Co., as of June 30, 
1919, total owned property, $846,425; total used property, $883,635. 

San Diego and Arizona Railway Co., as of June 30; 1931, total 
owned property, $10,232,000; total used property, $10,323,476. 

The Rio Grande Sovthern Railroad Co., as of June 30, 1919, 
total owned property, $3,172,800; total used property, $3,273,300. 


UNCONTESTED FINANCE CASES 


The Kansas, Oklahoma & Gulf has been authorized to issue 
a promissory note for $246,000, payable to the order of the Central 
National Bank of Philadelphia, in connection with procurement of 
locomotives. 

W. H. Bremner, receiver of the Minneapolis & St. Louis, has 
been authorized to issue a receiver’s certificate or certificates in 
the amount of $200,000, to renew or refund a certificate of like 
amount maturing August 3, 1927. 


FINANCE APPLICATIONS 


The Pittsburgh, Youngstown & Ashtabula has: applied for 
authority to issue and deliver to the Pennsylvania Railroad Com- 
pany, lessee, $2,981,000 of 4% per cent first general mortgage 
bonds. The Pennsylvania has asked authority to guarantee the 
bonds. The bonds will be issued in respect of indebtedness to 
the Pennsylvania. 

The New Orleans, Texas & Mexico has asked authority to issue 
and pledge $6,668,000 of first mortgage 5 per cent gold bonds to re- 
imburse its treasury. 

The International-Great Northern has applied for authority to 
issue and pledge $2,090,000 of first mortgage 5 per cent gold bonds 
to reimburse its treasury. 

Subsidiaries of the St. Louis-San Francisco have asked permis- 
sion to issue to the parent company their demand promissory notes 
as follows: Kansas Cit Fort Scott & Memphis, for $166,657.74; 
Birmingham Belt, for 105, 398.95; Fort Worth & Rio Grande, for 
$12,458.16; and Kansas City, Memphis & Birmingham, for $357,962.01. 
The notes will cover expenditures for additions and betterments. 

The St. Louis-San Francisco has applied for authority to issue 
and pledge $3,911,000 of prior lien 5 per cent Penge gold bonds 
to reimburse its treasury for acquisition of $1,861,000 of capital stock 
of the Muscle Shoals, Birmingham & Pensacola, and for additions 
and betterments. The Muscle Shoals, Birmingham & Pensacola asked 
authority to issue the $1,861,000 of stock to the Frisco. 

The St. Louis, San "Francisco & Texas Railway has asked au- 
thority — — a demand promissory note for $38,300.73 to the Frisco. 

The Cisco & Northeastern has asked authority to issue $1,273,230 
of demand promissory notes to the Texas & Pacific. 

The Louisiana & Arkansas Railway Company has applied for 
authority to issue a promissory note for $2,600,000 to meet the ma- 
wee dy eptember 1, 1927, of $2,595,000 of its 5 per cent gold mortgage 
onds. 


PETITIONS FOR REHEARING, ETC. 


The complainants in No. 18621, Wheeler Publishing Co. 
et al. vs. Santa Fe et al., have asked the Commission to grant 
a reopening to take further evidence. 

The Central of Georgia has petitioned the Commission, in 
No. 13494, Southern Class Rate Investigation, to change and 
modify its finding with respect to the method of computing class 
rates to and from stations on its Tybee branch, extending from 
Savannah to Imlet, Ga. 

The Central of New Jersey, the Lehigh & New England, the 
West Shore and New York Central lines have filed a joint 
petition with the Commission in No. 15006, rates, charges, regu- 
lations, etc., governing anthracite coal, asking for leave to pub- 
lish a rate of $2.65 per gross ton on prepared sizes and $2.39 
on pea and smaller sizes from mines on the Central of New 
Jersey and Lehigh & New England to Albany, N. Y., and points 
in the so-called Capitol district via shorter routes than the 
present tariff routes. 

The defendants in No. 17916, the Curtiss Aeroplane & Motor 
Co., Inc., vs. Pennsylvania et al., have asked the Commission to 
grant reargument and to postpone the effective date of its order 
entered under date of June 29. 

The defendants in No. 17453, Fisher Supply Co. vs. Alabama 
& Vicksburg et al., have asked for reconsideration and for vaca- 
tion by the Commission of its findings awarding reparation. 
The defendants in No. 16411 and related cases, the Egyptian 
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Powder Co. vs. Illinois Central et al., have filed a petition re- 
questing reconsideration of that finding in the report that the 
rates on nitrate of soda were unreasonable in the past and that 
complainants are entitled to reparation. 

The Postmaster-General has filed two petitions with the 
Commission asking for the reopening of No. 9200, Railway Mail 
Pay, one dealing with the application of New England lines tor 
increased rates of railway mail pay, and the other involving a 
re-examination of rates for transportation of mail by short 
line railroads. 

The defendants in No. 15228, the Board of Railroad Com- 
missioners of Iowa vs Alton & Southern et al., have asked the 
Commission for rehearing and/or reargument and for postpone. 
ment of the effective date of the order. 

The defendants in No. 15848, and Sub Nos. 1 and 2, Mis- 
sissippi Railroad Commission et al. vs. Alabama & Vicksburg 
et al., No. 15618, Jackson Traffic Bureau et al. vs. Alabama & 
Vicksburg et al., and No. 16447, Meridian Traffic Bureau vs. 
Alabama & Vicksburg et al., have asked the Commission for 
rehearing on the question of reparation. 

The defendants in No. 18009, Virginia Pig Iron Assn. vs. 
Chesapeake & Ohio et al., other than the Chesapeake & Ohio 
and the Norfolk & Western, have asked for oral argument before 
the whole Commission and for postponement of the effective 
date of the order entered therein, or, in the alternative, that 
the decision rendered be withdrawn and the complaint dis- 
missed. 

The Arkansas Railroad Commission, Little Rock Chamber 
of Commerce, Jonesboro Freight Bureau, Pine Bluff Chamber 
of Commerce, Arkansas Packing Corp., Texarkana Freight 
Bureau, El Dorado Chamber of Commerce, Hope Chamber of 
Commerce, Fort Smith Traffic Bureau, and Fayetteville Traffic 
Bureau have asked the Commission to amend its order in No. 
13535, Consolidated Southwestern Cases, 123 I. C. C. 203, by 
prescribing the Missouri-Kansas basis scale as reasonable 
maxima for application between points in Arkansas on state 
and interstate traffic; between points in Arkansas on the one 
hand and points in Kansas-Missouri territory, southern Missouri, 
Mississippi River crossings, St. Louis and south, and points 
basing thereon and points in southern and eastern defined terri- 
tories and trunk line territory, on the other hand, in lieu of 
the Southwestern scale therein prescribed. 

The defendant carriers in No. 16997, Boren-Stewart Co. vs. 
Gulf, Colorado & Santa Fe et al., have filed a petition requesting 
reopening, rehearing and reargument. 

The complainant in No. 17482, Traffic Bureau-Chamber of 
Commerce, Lynchburg, Va., vs. Erie et al., has asked for recon- 
sideration on the record as made. 

The defendants in No. 19784, American Tank Co. et al. vs. 
Akron, Canton & Youngstown et al., have asked the Commission 
to postpone the hearing and consolidate the same with similar 
cases now pending, namely, No. 14404 and related cases, Atlas 
Metal Co. vs. Akron, Canton & Youngstown et al. 

The Central Vermont has petitioned for reopening and re- 
consideration of No. 15341, C. F. Carpenter vs. Central Vermont 
et al. 

The defendant carriers in Nos. 14936, Iola Cement Mills 
Traffic Association et al. vs. Arkansas Western et al., and 15151, 
Oklahoma Portland Cement Co. et al. vs. Denver & Rio Grande 
Western et al., have filed a petition asking for reconsideration, 
rehearing and reargument. 


K. C. S. VALUATION CASE 


The government, through the Department of Justice, has 
asked the Supreme Court of the United States to advance for 
hearing at the October term the Kansas City Southern valuation 
case appealed from the federal court for the western district of 
Missouri, which condemned the Commission’s valuation. The 
government contends that the Kansas City Southern case is 
similar to that of the Los Angeles & Salt Lake in which the 
Supreme Court held, in effect, that the carrier had not been 
injured by the announcement of the valuation on its property 
and could not be heard until use of the valuation was attempted. 
It asks that the court vacate the injunction issued by the federal 
court in Missouri and dismiss the petition of the Kansas City 
Southern. 


LOS ANGELES STATION CASE 

The California railroad commission, through its attorneys, 
has asked the federal Commission to issue such certificate or 
certificates and such order or orders as may be proper or neces- 
sary to render effective an order issued by it in request of the 
union station which both bodies have decided should be _ built 
in that city. The federal Commission held, in 100 I. C. C. 421, 
that public convenience and necessity had been shown to require 
the construction of a union station and said that a certificate 
should issue. The certificate, however, was withheld until the 
California body should definitely prescribe the site and plan for 
the station. The case was held open for further action. The 
California commission, on July 8, prescribed a definite site and 
adopted specific plans, to become effective upon the grant of 
the necessary certificate by the federal body. 
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Coordinated Terminal Services 


Seventh of a Series of Fourteen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Chicago Terminal Motor Service 


Chicago is often accurately described as the hub of the 
railroad freight distribution system of the United States. Its 
claim to this position of preeminence is defended by the sta- 
tistics of the volume of traffic handled and a survey of its 
transportation facilities. Chicago, like all other large American 
cities, has a serious terminal problem and the motor freight 








vehicle is being used here in coordination with rail facilities to 
relieve terminal congestion. 

The Chicago terminal district spreads in a huge crescent 
from Waukegan, Illinois, north of Chicago on Lake Michigan, to 
Porter, Indiana, the eastern end of the district. The area is 
broad in the middle, extending to a considerable distance south, 
southeast, and southwest of Chicago, to include towns served 
by the railroads serving the district, and gradually tapering off 
to the shores of Lake Michigan to Waukegan and Porter, which 
are the horns of the crescent. It covers an area of 1,750 square 
miles. Thirty-two miles of steam railroads are connected by 
three large belt line railroads, which girdle the districts with 
inner, middle, and outer belts. The rail lines maintain 7,226 
miles of trackage and this network of tracks and sidings serves 
More than 4,300 industries that have track connections with 
the rail lines and many thousand more that ship and receive 
freight through railroad freight stations and warehouses. It is 
estimated that approximately 4% per cent of the aggregate ton- 
hage handled is unloaded in the area. : 

The Committee on Coordination of Chicago Terminals has 


conducted a three year survey and analysis of the traffic of 
the district. The figures in Table No. 1 are of interest and 
significance to students of terminal transportation problems, for 
they indicate the huge size of the district and tremendous volume 
of traffic that flows into, through, and out of it. The report of 
this committee is a monumental work in transportation eco- 
nomics. It represents painstaking labor in compiling data of 








HANDLING FREIGHT IN THE 
CHICAGO TUNNEL 


great value, not only to the railroads and shippers of Chicago, 
but to every student of transportation problems. It is a highly 
valuable inventory of the transportation facilities of a great 
terminal and a picture of the flow of traffic through it. It is a 
great pity that the terminal situation in other cities has not 
been analyzed in the same comprehensive way, so that attempts 
to improve terminal transportation services may be made with 
forehanded knowledge of the actual condition of terminal op- 
erations. 


Physical Characteristics 


Chicago has no physical obstacles to contend with com- 
parable with the Mississippi River at St. Louis, the river and 
bay at New York, or the heights at Cincinnati. The district 
embraces Lake Michigan between the horns of the crescent, 
giving a tremendous stretch of waterfront for terminals, while 
the narrow Chicago River is bridged for railroads and highways 
at so many places that it offers no serious barrier to the flow 
of traffic. The crux of the terminal problem lies in the fact 
that a large number of railroads maintain less-than-carload 
freight stations in a small central district of several square 
miles in the heart of the business district of the city. The 
tremendous terminal district centers about the minute nucleus 
of freight station facilities in the area. Industrial communities 































































































are found along the railroad lines, which radiate in all directions 
except east from this central terminal area. 


Terminal Service 


Nearly all the railroads in the Chicago district bring less- 
than-carload freight for consignees in the central section of 
Chicago to the freight stations in the downtown section an¢ 
forward outbound L. C. L. shipments from the same stations. 
Approximately 2,100 cars of outbound traffic and 1,100 cars of 
inbound freight are cleared through the freight stations of the 
district daily. Not all this traffic finds its way to or originates 
at the central city stations, but a substantial part of it does. The 
railroads are obliged to maintain a large number of freight 
stations in a section where real estate values are high in order 
to maintain their competitive positions. J. Rowland Bibbins, 
consulting engineer specialist in urban transportation, says the 
railroads own and occupy more land in the heart of Chicago 
than the industrial and commercial establishments. 


Terminal Trucking Services 


Approximately half of the less-than-carload freight originat- 
ing in Chicago is trucked by the shippers to the railroad freight 
stations and about the same amount is drayed from ‘freight 
stations to the store doors of the consignees. Most of the 
less-than-carload traffic is high-grade merchandise freight and 
the handling of a daily average movement of 11,670 tons of in- 
bound and 17,830 tons of outbound traffic is a huge task. The 
report of the coordinating committee referred to above says 
this class of traffic requires the maximum working and attention 
in the freight houses. 


Trap or Ferry Car Service 


The balance of inbound and outbound less-than-carload 
freight is delivered to or moved from private industrial sidings 
by trap or ferry cars, lighterage, or tunnel service. The dis- 
tribution of inbound and outbound traffic, both carload and less, 
among industrial siding service, team track service, and freight 
station is stated by the coordinating committee report to con- 
form to the daily average figures shown in Table No. 2. Trap 
and ferry service is used to handle the movement of inbound 
and outbound less-than-carload traffic between private industrial 
and warehouse sidings and the railroad freight stations. The 
railroads absorb the expense of this service out of ‘the through 
L. C. L. rates, provided the requisite minimum “amount of 
i. Ge de freight is contained in each trap or ferry car. 

Lighterage 


ay 


Lighterage service is used to transfer freight between in- 
dustries located on the river and the dock stations of the rail- 
roads. The Merchants Lighterage Company performs this 
service as an agent of the carriers that originate or deliver the 
freight. 

Tunnel Service 


In: addition to trap and ferry car service and lighterage 
service, the carriers in Chicago make use of freight tunnel fa- 
cilities under the center of the city to move L, C. L. freight in 
the terminal. The underground tunnel is.connected by elevators 
with the freight platforms of railroad’. freight stations, with 
certain stores and industries, and with several off-track freight 
stations for all freight received or forwarded in connection with 
railroad service by the tunnel company. Shippers and con- 
signees whose establishments are connected with the facilities 
of the tunnel company are relieved of the necessity of trucking 
their freight to and from the railroad freight stations. The 
charges of the tunnel company are absorbed out of the freight 
rates. Shippers and consignees, other than those with tunnel 
connections, truck their freight to and from the universal sta- 
tions of the tunnel company. The tunnel company acts as an 
agent of the rail lines for all rail lines using the facilities. 
Costs of transferring goods between the railroad freight stations 
and the universal stations of the tunnel company or the plat- 
forms of shippers and consignees make heir own arrangements 
at their own expense for the haulage of the goods between the 
universal off-track stations of the tunnel company and their 
store doors. 


It costs the carriers in Chicago approximately $2 a ton to 
or tunnel services. These services have tended to relieve con- 
handle less-than-carload freight by trap or ferry car, lighterage, 
gestion and expedite the movement of goods between railroad 
stations and shippers and consignees. The same services are 
also used in the transfer of freight between major and minor 
freight stations of the same railroads and interchange serv- 
ice between different railroads. Ferry cars have been and are 
still extensively used in station to station intra-railroad transfer 
service and in inter-railroad interchange service. Motor equip- 
ment is now used by several railroads in these services, includ- 
ing the Wabash and the Chicago, Rock Island & Pacific. 


Wabash Terminal Motor Service 


The Wabash Railway installed motor tractor and trailer 
service between four of its stations in Chicago through contract 
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with the Arthur Dixon Transfer Company, March 1, 1927. The 
primary purpose of the installation was announced to be the 
elimination of delays in inter-station transfer service by railroad 
freight cars that had averaged between 24 hours and 72 hours 
a transfer. The work was contracted to be done by an experi- 
enced motor haulage company rather than performed directly 
by the railroad, it was announced, because of the lack of experi- 
ence of the employes of the railroad in managing motor truck 
operation. 

Motor tractor and trailer service is operated between the 


TABLE NO. 1. 


Statistics of Transportation Facilities and Services Chicago 
Terminal District. 


Daily freight car movement 34,791 cars 
Percentage of freight car movement loaded 87% 

or unloaded in the district 
Percentage of freight car movement pass- 13% 

ing through the district without being 

loaded or unloaded 
Daily average number of employes engaged 82,850 

in handling terminal movement 
Freight train arrivals daily 307 trains 
Freight train departures daily 302 trains 
Total freight train movements daily 2,349 
Daily average freight car miles 1,150,138 car miles 
Locomotives in service daily 701 
Terminal trackage 7,726 miles 
Industries with direct track connection.... 
Inbound loaded freight cars daily cars 
Outbound loaded freight cars daily cars 
Intra terminal movement of loaded freight cars 

ears daily 
Less than carload tonnage inbound, daily.. tons 
Less than carload tonnage outbound, daily. tons 
Cars placed for unloading daily 11,5 cars 
Cars unloaded daily 11, 378 cars 





central district freight station of the Wabash Railway at Polk 
Street, Forty-ninth Street Transfer Station, Twelfth Street Sta- 
tion, and Englewood Station. Continuous service is operated to 
handle outbound L. C. L. shipments directly to the transfer 
stations, thus eliminating switch movements to the transfer 
house. The outlying and central stations are able to forward 
all outbound L. C. L. to the transfer station to be loaded in 
destination or other transfer cars the same day the goods are 
received at the originating stations. 

Inbound shipments are distributed by the motor vehicles 
from the transfer station to the delivering; stations the same 
day the cars are unloaded at the transfer house, and delays 
of 24 to 72 hours are eliminated in this direction. 


Equipment 


The trailers used in this service are of all steel box type 
construction, 18 feet long, 9 feet high, and 8 feet wide. They, 
as well as the tractors, are owned by the transfer company 
and bear the insignia and names of the Wabash Railway Com- 
pany-Transfer Service and the name of the hauling company. 
The vehicles are operated and supervised by the haulage con- 
tractor, but the labor for loading and unloading is supplied and 
supervised by the railway. Each trailer is locked and sealed 
by employes of the railroad freight stations and only the proper 


TABLE NO. 2. 


Distribution of Freight Traffic in the Chicago Terminal’ District. 
Inbound Traffic. 
Percentage 

Daily Average of All 

Class of Service Inbound Traffic 
Deliveries to individual industries 5 76.3% 
Deliveries to railroad freight houses.... 14.2% 
Deliveries to teanf tracks 760 9.5% 


Total, all inbound 
Outbound Traffic. 


Movements from individual industries... 2,429 
Movements from railroad freight houses. 2) 118 
Movements from team tracks "264 


Total, all outbound 
Grand total 


railroad employes may break seals, unlock and unload the 
containers. 


Results of Operation 


Although the motorized transfer service is only six months 
old, officers of the railway have stated that carefully kept 
records indicate that the motor service is not only more rapid, 
but less expensive than trap or ferry car service. 

Two sets of package cars are laid out daily, one block at 
Forty-ninth Street Station and one at the Polk Street Station. 
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These cars are for various destination stations on the rails of 
the Wabash or connecting lines. Less-than-carload shipments 
are brought from the respective stations of origin in Chicago 
by motor, loaded directly to the proper package cars, and for- 
warded the same day. This method of handling results in faster 
service, increased average loadings per package car, and a de- 
crease in the number of cars required for road-haul package 
car service. 

Improved service to smaller cities and towns along the line 
of the Wabash and its connections has resulted from the in- 
stallation of motor tractor-trailer for trap or ferry car service. 
Not only are delays in movement from the stations of origin 
to the transfer station eliminated, but the concentration of all 
outbound L. C. L. shipments at either the Polk Street or Forty- 
ninth Street station makes it possible for the railway to load 
daily destination cars or transfer cars for smaller cities and 
towns where cars were loaded only on alternate days or several 
days a week under the older system, which depended on trap 
or ferry car service. 

Consignees in all sections of the city who use the Wabash 
are benefited by the motor service, for all merchandise received 
at the transfer station from points on the Wabash or transferred 
from connecting lines is delivered to the destination stations 
in Chicago the same day it is received. 

Merchandise received at the transfer stations in trap cars 
from industries and L. C. L. traffic from or to connections that 
requires transfer service is also hauled to cars, delivering sta- 
tions, or the transfer stations of connecting carriers in the 
district the same day. 

Shippers and consignees in the Englewood section are espe- 
cially benefited by the tractor-trailer service. Freight service is 
given in this outlying section of the terminal that compares 
favorably with that given in other sections served by major 
freight stations. Inbound L. C. L. freight is delivered by motor 
service to the delivering freight station the same day it arrives 
at the transfer station downtown, and outbound L. C. L. ship- 
ments are moved from the originating station and forwarded 
from the transfer the same day the shipments are made. 

R. A. Walton, assistant general freight agent at Chicago, 
and E. Haney, superintendent of the Chicago Terminal Division, 
are the officers who supervised the installation of the motor 
service for the Wabash Railway. Mr. Walton says that, previous 
to the inauguration of the motor service, hundreds of trap car 
loadings had to be made each month in accomplishing the trans- 
fer of freight between the Forty-ninth Street and Polk Street 
stations, which frequently meant delays of from 24 to 72 hours. 
Complaints because of these delays have been entirely elimi- 
nated, for the motor equipment now makes it possible to send 
out all freight in package cars bound for its destination or 
break-bulk point the night of the same day received, and also 
to deliver incoming freight received at the transfer station to 
either the Polk Street Station or Englewood Station the same 
day as received. 

The motor service of the Wabash in Chicago has resulted 
in more expeditious terminal freight service at lower cost per 
unit of freight handled. 


NEW YORK TERMINAL SERVICES 


Editor The Traffic World: 

I have read with a great deal-of interest the fifth of the 
series of fourteen articles by G. Lloyd Wilson, assistant pro- 
fessor of commerce and transportation, University of Pennsyl- 
vania, appearing in your issue of July 9. 

These articles are indeed very instructive and educational 

and assuredly it is the intent and purpose of Professor Wilson 
to present them to his readers in such manner that they will 
understand and absorb the facts and various features involved 
which actually exist, and I am taking the liberty of calling atten- 
tion to a few statements made by Professor Wilson which are 
somewhat misleading. 
_ The first paragraph of the above article, on page 83, men- 
tions that “less than carload consignments are unloaded from 
cars in the Jersey terminals into the lighters and barges and 
towed across the harbor to the pier stations.” 

This is not quite the case, as L. C. L. freight, whether ar- 
riving in through merchandise cars consigned direct to the car- 
rier’s pier in New York or whether rehandled at the transfer— 
in our case St. George, Staten Island—is loaded on floats in 
cars along with cars containing carload freight and floated to 
the pier stations. This method of handling not only applies 
to the Baltimore & Ohio, but the other trunk lines as well. 

In the same paragraph the professor states: “The New 
York Central and the New Haven alone are able to bring mer- 
chandise traffic directly to freight stations on the Island in 
freight cars.” 

It is assumed that Professor Wilson in this statement means 
that these two railroads are the only carriers having their own 
rails leading directly into New York, but it seems proper to 
call attention to the fact that this does not necessarily give 
these two railroads advantages over their competitors, inas- 
much as there are schedules in effect between New York and 
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various points which tend to place the trunk lines on an equal 
basis and, therefore, whether the freight is handled to and from 
New York by direct rail connection or via float is merely a 
matter of operation. 

The article also treats with the constructive station arrange- 
ments applicable on carload traffic and I note that Mr. Nat Duke, 
general freight traffic manager of the D. L. & W. Railroad, New 
York, in your July 16 issue, page 146, wrote you regarding the 
omission of such an arrangement existing with the D. L. & W. 

I also wish to take this opportunity to advise that, effective 
March 1, 1927, the Baltimore & Ohio established a similar ar- 
rangement, our constructive station being known as South 
Ferry Station, New York, N. Y., which is operated on the same 
basis as the other lines mentioned and with competitive rates 
prevailing in conjunction with the following trucking concerns: 
E. A. Thompson, Inc., Keahon Trucking Corporation, Bell Truck- 
ing Company, Held Bros., Seaman Trucking Company. 

I sincerely trust that this letter will be accepted in the 
spirit of constructive criticism, as these comments on our part 
are made for the purpose of correcting any wrong impressions 
one might obtain after reading such articles in your magazine as 
submitted by Professor Wilson. 

W. F. Richardson, Freight Traffic Manager, 

New York, N. Y., August 3, 1927. B. & O. R. R. Co. 


TRAFFIC EDUCATION 


Editor The Traffic World: 

The writer has noted Mr. G. E. Weldon’s remarks in the 
July 16 issue of The Traffic World with respect to traffic educa- 
tion. The substance of Mr. Weldon’s remarks is: “What is to 
become of the so-called traffic manager who has not had both 
a practical and technical education?” 

The writer is rather perplexed at such an inquiry. The 
inference from Mr. Weldon’s remarks is: “What is going to 
become of the man who has held a position with the title of 
traffic manager but cannot justify such a title?” It seems 
that, if a man were sure of himself, he would not worry about 
the number of individuals who are studying traffic, because he 
would not fear that somebody would replace him in his position. 

Mr. Weldon’s article, to the writer’s mind, is in defense of 
those who have had practical railroad experience and his fears 
are for those who have not coupled their practical experience 
with technical experience. It seems to the writer that, if Mr. 
Weldon would seek information with respect to those who are 
advocating traffic education, he would change his opinion. He 
apparently is under the impression that the individuals who 
have written articles in your magazine are representing some 
correspondence school. 

Surely, the Associated Traffic Clubs of America is not rep- 
resenting a school of any kind and the writer believes that 
Mr. Weldon, before passing any comments, should investigate 
and find out for himself whom the various writers of articles 
in your magazine are representing—that is, industrial concerns 
or schools of various kinds. J. Egan, 

New York, July 28, 1927. John H. Graham & Co., Inc. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended July 30 totaled 19,390 cars, as compared with 21,569 cars 
(revised) the preceding week, and 26,084 cars in the correspond- 
ing period of 1926, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 

Apples, 630 cars; cabbage, 152 cars; cantaloupes, 1,513 cars; cauli- 
flower, 5 cars; celery, 96 cars; cherries, 52 cars; cucumbers, 477 cars; 
eggplant, 28 cars; grapefruit, 7 cars; grapes, 347 cars; green peas, 
137 cars; lemons, 290 cars; lettuce, 610 cars; miscellaneous melons, 435 
cars; mixed citrus fruit, “33 cars; mixed vegetables, 664 cars; mixed 
deciduous fruit, 270 cars; onions, 763 cars; oranges, 984 cars; peaches, 
1,706 cars; pears, 870 cars; peppers, 29 cars; plums and prunes, 188 
cars; string beans, 41 cars; sweet potatoes, 169 cars; tomatoes, 434 


’ cars; watermelons, 4,088 cars; potatoes, 4,372 cars. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended July 23 was esti- 
mated at 8,242,000 net tons by the bureau of mines of the De- 
partment of Commerce This was about the same as production 
in the preceding week. Anthracite production was estimated 
at 1,336,000 net tons, a gain of 39,000 tons over the preceding 
week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended July 24 totaled 960,604 net tons, as compared 
with 964,185 tons the preceding week. Anthracite shipped from 
Lake Erie ports the week ended July 24 totaled 26,407 net tons, 
as compared with 18,714 tons the preceding week. 

Tidewater bituminous coal shipments the week ended July 
23 were reported as follows: From Hampton Roads, 383,378 
tons, of which 255,023 tons were for New England delivery; 
from Charleston, S. C., 588 tons (bunker). 

Cars of coal forwarded over the Hudson River to eastern 
New York and New England destinations the week ended July 
16 were reported as follows: Bituminous, 1,899; anthracite, 
2,741. 
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EXPEDITE YOUR TRAFFIC 


Eliminate Congested Classification Yards 
Avoid Rough Handling 


Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 
BEST TRANSPORTATION SERVICE AVAILABLE 


GOOD TRANSPORTATION is a most important feature in merchandising. 


No railroad is better situated to render the highest type of transportation 
service than the Chicago South Shore and South Bend Railroad. 


POOLE BROS. INC.,CHICAGO, 


The South Shore Line offers a new avenue of traffic from west to east and sila 
east to west. 


Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 
Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - - - : - Goff Junction, Gary, Ind. 
I. H. B. - - : - - East Chicago, Ind. 
B.&0.C.T. - - - - Hammond, Ind. 

Illinois Central - : . Kensington, II 

Pullman R. R. - : - - Kensington, Ill. 

Belt R. R. of — - : through Pullman R. R. 
CRL&P. - - - through Pullman R. R. 


NASHVILLE 


Route your freight over the Chicago South Shore and South Bend Railroad and 
watch the difference. 


Chicago South Shore and South Bend Railroad 


CHICAGO OFFICE OFF-LINE AGENCIES 
Room “Shum Oe ——— Street petepree BEND OFFICE Pivabarss Fe 5 Aa MO Pom Bids. 7 
01 North Michigan Street H. McCloud, G. A., 3-223 General Motors 
F. W. Shappert, Ass’t to the Vice-Pres. Telephene Linesln 5764 : Bide, Detroit, Mich., Telephone Empire 6640 
Wm. Petersen, Traffic Manager A. W. Oberfell, General Freight Agent Ernest Irber, G. a An bs? Corn Exchange Bldg., 
C. L. Binger, Ass’t Gen. Frt. Agt. R. E. Frantz, Traffic Representative see ~aegeng cal G yi pnd Geneva 1068 
W. R. Jones, Commercial Agt. "Kansas City, Mo. Telephone Victor 817" 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 































































































































TRAFFIC IN EUROPE 


(By J. P. Haynes, traffic director, Chicago Association of Commerce, 
who has just returned from an extended trip abroad.) 


While in Europe during the early summer of 1927 the ob- 
servations from a freight traffic standpoint are of more than 
passing interest to one who devotes his entire time to this com- 
mercial field in the states. 

Prior to the advent of steam transportation in America, 
the European countries had solved their problem sufficiently to 
meet local needs and customs. Cities were built on seacoasts 
and inland waterways augmented by a comprehensive canal sys- 
tem. These canals have been maintained and improved and 
serve as a network for movement of lighter craft and handle 
by far the bulk of tonnage moving to and from seaports. ‘I'he 
receivers and shippers of a large and varying class of traffic 
continue using the canals for local shipments where an expe- 
dited service is not required. This is particularly true of manu- 
facturers drawing basic commodities, such as coal, lumber, sand, 
gravel, stone, iron and steel, etc. Many manufactured com- 
modities likewise move by the European canal systems, as 
shippers find it saves warehouse and storage charges even 
though a consignment might be in transit 60 to 90 days. 

After traveling 2,400 miles by motor in England, Scotland, 
and Wales, it appears the consolidation of the railroads follow- 
ing the world war into four groups has passed through the ex- 
perimental stage and is proving generally satisfactory. 


The trade unit pef car in the British Isles is considerably 
smaller than the commercial practice in the states, due to the 
shorter haul, access to the ports, and inland waterways. By 
far the majority of the manufacturing and industrial plants have 
located their facilities on these waterways. Those enjoying rail- 
road facilities and private sidetracks have established them long 
since the water carriers were well intrenched. 


: The maximum haul by steam carrier in England and Scot- 
land is approximately 500 miles, this being from the English 
channel to north Scotland. Such a movement would be rather 
unusual, as it is between two seaports. The major portion of 
the freight traffic is between the ports and the interior, em- 
bracing such manufacturing centers as Manchester, Leeds and 
Birmingham, the haul from the respective ports ranging from 
50 to 150 miles. 


The rapidity with which trains are operated is somewhat 
faster than in the states, this being particularly true in con- 
nection with passenger service on “boat trains” where, in many 
cases, the run between London and Southampton or Plymouth 
is maintained at fifty-five miles an hour. 


Great Britain, with its population of approximately 38,000,- 
000, is dependent on water transportation to perhaps a greater 
degree than any other country. Agriculture is a small industry, 
the majority of the rural districts being maintained as pastures 
for sheep grazing. The excellent road system together with the 
short hauls of the manufactured and domestic traffic have re- 
sulted in building up substantial motor transport service, which 
is proving very reliable. 

London, with its population of 7,700,000, is more indebted 
to the Thames River for its development than any other single 
agency. Practically all forms of cargo seagoing vessels and 
many of the large passenger lines can put into the center of 
London via the Thames River as far as the London bridge. The 
lighterage service between these vessels and various industries 
is perhaps the most active and congested form of water trans- 
portation known today. 

Great Britain’s close affiliation with Canada, Australia, and 
India naturally results in more ships clearing from these im- 
portant producing countries than via any other trade routes. 

Air transportation is maintained by responsible companies 
from London to all of the principal cities on the continent. 

The English channel provides easy access via channel boats 
of only a few hours’ run in the interchange of traffic between 
the ports of the British Isles and France, Belgium and the 
Netherlands. 

The railroads of Belgium are government-owned and op- 
erate and maintain published schedules with remarkable ac- 
curacy. The car units are of an average capacity of five to ten 
tons and they serve this small and aggressive country in a 
most acceptable manner. Antwerp is their leading port, at 
which facilities for interchange between ocean and rail carriers 
are of the most modern as well as the largest of any of the 
continental ports. A large importation of American products 
clears through this port for Belgium ,northern France, Switzer- 
land, and western Germany. Several Chicago manufacturers main- 
tain substantial warehouses in Antwerp. The highways are 
well paved and provide easy access for motor transport. The 
manufacturing industries move a large tonnage for export and 
this contributes more to the prosperity of the country than 
agriculture. 

The Netherlands are well served by the ports of Amster- 
dam and Rotterdam, with the interior country completely honey- 
combed with an active canal system. Electric lines handle con- 
siderable merchandise and other freight requiring expedited 


300 THE TRAFFIC WORLD 





Vol. XL, No. 6 


service, while the railroads from the interior in connection with 
through traffic from Germany and Belgium moving to and from 
the ports. Due to their possession of the Dutch East Indies, 
there is a large ocean traffic interchanged at the ports of Am. 
sterdam and Rotterdam that contributes to the prosperity of 
this small and thriving country. The dairy industry is the out- 
standing rural contribution to their prosperity. 

Germany owes much of her industrial importance to the 
Rhine River, as it is by far the world’s heaviest inland river 
freight carrier. The length and completeness of inter-com-. 
munication of her waterways and her central position with rich 
natural resources are the foundation of her progress. The rail- 
roads are well maintained with larger equipment than prevails 
in other European countries. Hamburg is their outstanding port, 
while Bremen handles considerable freight but few passengers. 
The highway system is ideal and many motor truck lines have 
established themselves as permanent agencies of carriage. 

Due to the manufacturing and industrial nature of Germany 
there is a substantial domestic traffic handled by steam carriers, 
while the Rhine River moves a large cargo tonnage of basic com 
modities for all forms of manufacturing along this historic and 
well-maintained stream. Prior to the world war Germany had 
surpasses all other European nations in industrial development 
The variety and volume of her output provided a world market 
of many commodities. The new Germany under a federated 
republic is restoring her place in manufacturing. 

In Switzerland, the railroads are privately owned and largely 
operated by electric power generated from waterfalls in the 
Alps. Due to the mountainous nature of the country there is 
little canal or highway traffic and the rail lines are maintained 
at a high state “of efficiency with excellent roadbed and equip- 
ment. 

In Italy the carriers are fovernment operated and equip- 
ment is similar to that found in Germany. The major portion 
of the freight traffic is through the port cities, principally Naples 
and Venice. The silk and cotton textile industries dominate from 
the manufacturing standpoint, with the United States, Egypt, 
and India being the main source of supply for raw cotton, in 
the order of their importance. Large plants, employing many 
thousands, are located at Como, Milan and Venice. The fin- 
ished product is exported to South America in a larger volume 
than to other countries. 

In France the rail carriers have keen competition with a 
well maintained canal system. The light-moving tonnage seeks 
the rail lines, which are government owned. Due to the manv- 
facturing importance of France, the principal commodities ex- 
ported are through the ports of Havre, Cherbourg, Brest, Bor- 
deaux, and Marseilles. Cherbourg is the principal port for pas- 
senger liners and could be greatly improved by dredging the 
inner harbor so as not to lighter passengers approximately two 
miles out in the English channel. 

The highway system of France does not appear to be used 
for freight transport to the same degree as found in other 
countries. The Seine river has contributed largely to the indus- 
trial importance of Paris. Factories are located with the view 
of utilizing water transportation. 

The continent, while not dependent on ocean transportation 
to the same degree as Great Britain, would, nevertheless, be an 
unimportant commercial country if it was not for having easy 
access to all forms of salt water vessels either via the port 
direct or via canal and rail carriers to and from the interior. 

A trip to Europe is not complete without going or returning 
via the Gulf of St. Lawrence and the St. Lawrence river to Que 
bec and Montreal. The importance of this sea-going waterway 
is illustrated by Montreal being the second port of importance in 
North America. A trip via this route with the movement of 
ocean-carrying vessels naturally creates an interest as to how 
much longer Canada and the United States will delay making 
this stream available for large draft boats entering the Great 
Lakes. It appears to be as practical to use the Great Lakes and 
the St. Lawrence river for ocean-going craft as it is to use 
rivers and canals in other sections of the world for similar pur- 
poses. With a growing country, such as the United States, 
there appears to be every logical reason why this important 
avenue of water transport should be opened up without undue 
delay. The attending benefits, both to Canada and the United 
States, would well justify the expense, as was so ably pointed 
out by the International Commission of Engineers after months 
of research. We, in the United States, are more dependent on 
rail transportation than Europe and always will be, due to the 
continental nature of our country. If the population of the 
United States doubles in the next forty years as it has in the 
past, we will need open every available avenue of transporta- 
tion. Being blessed with natural resources, we will continue to 
grow as a shipping nation. In view of the artificial construc 
tion of so many waterways throughout Europe with its teeming 
populations, there appears to be equal opportunity for this gel- 
eration to contribute a plan for waterway development that will 
survive long after we are gone and be a living thing of a prac- 
tical and economic necessity as an auxiliary service with our 
rapidly improved highways in coordination with our splendid 
rail lines. 








August 


(D 
to ann 
sion m 
act, se 
amend 
secs. 1 
theory 
inaccw 
federal 
comple 
the ut: 
sas Ci 
Comm: 

Ur 
March 
sec. 42 
Interst 
interst 
judicie 
are.—] 

Cc 
merce 
riers i 
as adc 
Feb. 2 
St., se 

N 
over | 
agent 
in ma 
added 
Feb. : 
St., se 
grants 

B 


charg 
being 
fixes | 

F 


tive 1 
merce 
act), 

1922, 

due j 
perie! 
evide: 


N 
of In 
inters 
19-a, 
by a 
(Com 
Comr 

C 
valua 
actio: 
unde: 
pend 

( 
ation 
act, 
ame! 
secs. 


Se 


= 
E 
ecuti 
fore 
the 
merc 


Addr 
F 
and 
tion 
age. 
a 
I 
expe 
Tesp 
Traf 











No. 6 


n with 
| from 
Indies, 
f Am- 
ity of 
ie out- 


to the 
river 
T-com- 
h rich 
e rail- 
eVails 
> port, 
ngers. 
} have 
e. 
rmany 
rriers, 
> com 
c and 
y had 
pment 
larket 
rated 


urgely 
n the 
are is 
ained 
equip- 


2quip- 
ortion 
laples 

from 
beynt, 
yn, in 
many 
e fin- 
ylume 


ith a 
seeks 
nanu- 
1S eX- 

Bor- 


August 6, 1927 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Distriet CSourt W. D., Missouri, W. D.) In suit by railway 
to annul and suspend orders of Interstate Commerce Commis- 
sion making final valuation provided for by interstate commerce 
act, sec. 19-a, as added by act March 1, 1913 (valuation act), 
amended by act Feb. 28, 1920, sec. 433, and act June 7, 1922, 
secs. 1, 2 (Comp. St., sec. 8591), and to enjoin use thereof on 
theory of improper exercise of power, rather than because of 
inaccuracy of result, held within general equity jurisdiction of 
federal District Court, since remedy at law would not be as 
complete, practical, or efficient, notwithstanding that technically 
the utmost effect of valuation was prima facie evidence.—Kan- 
sas City Southern Ry. Co. et al. vs. United States (Interstate 
Commerce Commission, intervener), 19 Fed. Rep. (2d) 591. 

Under interstate commerce act, sec. 19-a, as added by act 
March 1, 1913 (valuation act), amended by act Feb. 28, 1920, 
sec. 433, and act June 7, 1922, secs. 1, 2 (Comp. St., sec. 8591), 
Interstate Commerce Commission must make valuations of 
interstate carriers in manner prescribed, and such duty may be 
judicially enforced, to determine what duties of Commission 
are.—Ibid. 

Congress held to have power to impose on Interstate Com- 
merce Commission duty to make valuations of interstate car- 
riers in manner perscribed by interstate commerce act, sec. 19-a, 
as added by act March 1, 1913 (valuation act), amended by act 
Feb. 28, 1920, sec. 433, and act June 7, 1922, secs. 1, 2 (Comp. 
St., sec. 8591).—Ibid. 

National courts are proper courts to exercise supervision 
over Interstate Commerce Commission, which is administrative 
agent of government in making valuations of interstate carriers 
in manner prescribed by interstate commerce act, sec. 19-a, as 
added by act March 1, 1913 (valuation act), amended by act 
Feb. 28, 1920, sec. 433, and act June 7, 1922, secs. 1, 2 (Comp. 
St., sec. 8591), and their jurisdiction need not rest on express 
grants of jurisdiction in interstate commerce act.—Ibid. 

Basis of all calculations as to reasonableness of rates to be 
charged by interstate carrier must be fair value of property 
being used by it for convenience of public, since Constitution 
fixes minimum rate as fair return on such value.—Ibid. 

Findings of fact of Interstate Commerce Commission rela- 
tive to valuation of interstate carriers, under interstate com- 
merce act, sec. 19-a, as added by act March 1, 1913 (valuation 
act), amended by act Feb. 28, 1920, sec. 438, and act June 7, 
1922, secs. 1, 2 (Comp. St., sec. 8591), will be accorded strength 
due judgments of tribunal appointed by law and formed by ex- 
perience, and will not be disturbed, if founded in conflicting 
evidence, or unless they are arbitrary.—Ibid. 


Mandamus is not proper remedy to annul and suspend orders 
of Interstate Commerce Commission making final valuation of 
interstate carrier provided for in interstate commerce act, sec. 
19-a, as added by act March 1, 1913 (valuation act), amended 
by act Feb. 28, 1920, sec. 433, and act June 7, 1922, secs. 1, 2 
(Comp. St., sec. 8591), and to enjoin use thereof on theory that 
Commission exceeded or departed from its authority.—Ibid. 

Order of Interstate Commerce Commission declaring final 
valuation of property of interstate railway, held to be such final 
action as to entitle railway to resort to federal District Court, 
under act Oct. 22, 1913 (Comp. St., sec. 992), to annul and sus- 
pend such order and enjoin use thereof.—Ibid. 

Order of Interstate Commerce Commission making final valu- 
ation of interstate railroad provided ‘for in interstate commerce 
act, sec. 19-a, as added by act March 1, 1913 (valuation act), 
amended by act Feb. 28, 1920, sec. 433, and act June 7, 1922, 
secs. 1, 2 (Comp. St., sec. 8591), will be annulled, and use thereof 


POSITIONS WANTED OR OPEN 


EXPERIENCED commercial traffic man, now capably filling ex- 
ecutive position requiring wide knowledge rates, rate procedure, be- 
fore state and interstate commissions, routes, claims, etc., desires for 
the best of reasons to make new connection early fall with com- 
mercial concern, civic organization or railroad; best of references. 
Address A. K. E. 50, care Traffic World, Chicago, Il. 


POSITION WANTED—Young man thoroughly familiar with rates 
and local freight office duties; twelve years’ experience, desires posi- 
tion with chamber of commerce or industrial traffic department; 
age 31, married. Address ‘“‘T. F. D.,’’ care Traffic World, Chicago, IIl. 


POSITION WANTED—By experienced traffic manager, ten years’ 
experience, now handling a large volume of traffic and fitted for a 
Tesponsible position as traffic manager. Address N. D. R. 48, care 
Traffic World, Chicago, Il. 
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enjoined, where valuation was limited to “rate making purposes,” 
and where Commission did not ascertain as directed the “origi- 
nal cost to date” or the intangible “values or elements of value.” 
—Ibid. 

(Supreme Court of Appeals of Virginia.) Whether coal com- 
pany’s liability for demurrage on coal in pool for transshipment 
to vessel ceased on date of agreement to exchange such coal 
for coal in other pools held law question for court as to con- 
struction of demurrage tariff and pooling agreement, in view 
of undisputed facts.—Eastern Coal & Export Corporation vs. 
Norfolk & W. Ry. Co., 138 S. E. Rep. 471. 

Clause in railway demurrage tariff, providing that detention 
of shipments after transfer thereof shall be charged in new 
consignee’s account, held inapplicable, where original consignee 
has legally parted by contract with his right to transfer shipment. 
—Ibid. 

‘Coal company voluntarily entering into exchange or pooling 
contract and shipping coal to exchange, as joint agent of ship- 
pers and railway company, to insure prompt loading and trans- 
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portation by water, cannot relieve itself of consequential bur- 
dens, such as those imposed by rule prohibiting disposition of 
coal in pool to other members of pool, except for most com- 
pelling reasons.—Ibid. 

Exchange rule that coal in pool cannot be disposed of to 
other members of pool held not invalid as violating demurrage 
tariff, proviidng that detention of shipments after transfer te 
another party shall be charged to new consignee’s account, 
“tariff” referring to shipments owned and absolutely controlled 
by consignee, while “exchange agreement” refers to shipments, 
control of which has been limited thereby.—Ibid. 

Demurrage charges are permitted, not for purpose of pro- 
ducing revenue for railway company, but to require that its 
equipment be unloaded and promptly released for transportation 
service, in public interest.—Ibid. 

Coal company, not notifying coal exchange or railway com- 
pany that coal was erroneously credited to it as consignee, from 
dates of arrival, between November 6 and November 12, until 
March 31 following, though promptly notified of arrival and sent 
daily reports showing such credit, held responsible for detention 
of cars during such period and liable for demurrage.—Ibid. 

(Supreme Court of Arkansas.) In absence of other evidence 
as to shipments and weights than original bills of lading and 
waybills, excluded from jury’s consideration because not iden- 
tified by witness with knowledge of their making or transac- 
tions shown, court properly directed verdict for defendant in 
railroad company’s action for balance due on correct charge 
of freight rates.—Missouri Pac. R. Co. vs. Sisk, 295 S. W. Rep. 55. 

Railroad company, charging consignee less than correct 
freight rate, is entitled to recover difference between rate 
charged and correct rate.—Ibid. 

In railroad company’s action for balance due from consignee 
on correct charge of freight rates, letter from defendant to 
plaintiff’s auditor, denying that plaintiff had any claim, since 
defendant would not have purchased hay for shipment except 
for understanding that rate given him was correct, held insuffi- 
cient to take plaintiff’s case to jury.—lIbid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 






LOSS OF OR INJURY TO GOODS 


(Supreme Court of Appeals of Virginia.) Rights and lia- 
bilities in respect to damages to interstate shipment depend on 
acts of Congress, agreement between parties, and common-law 
principles accepted and enforced in the federal courts.—Chesa- 
peake & O. Ry. Co. vs. W. C. Crenshaw & Co., Inc., 138 S. E. 467. 


Common carrier is insurer of non-perishable goods delivered 
to it for transportation against damage or loss occasioned by 
its own negligence and all other loss or damage, except such 
damage caused by act of God, the public enemy, act of shipper, 
or. public authority.—Ibid. 


Common carrier is not insurer of perishable goods from loss 
due to their inherent nature.—lIbid. 


It is matter of common knowledge that under ordinary con- 
ditions perishable commodities may not only be shipped without 
loss across continent, but to all parts of the world.—lIbid. 


Carrier has burden of showing that it was not responsible 
for damages accruing to perishable goods delivered in good 
condition to carrier by consignor and received in bad condition 
by consignee, in that necessary presumption is that there has 
been negligence on part of carrier.—Ibid. 


(Court of Appeals of Kentucky.) Where seller of locomo- 
tive crane consigned it to buyer or its order, and signed bill of 
lading with buyer’s name, and where carrier, after delay in 
shipment and return of bill of lading to seller with draft at- 
tached unpaid, delivered shipment on order of consignee buyer 
without surrender of bill of lading, held railroad was liable for 
value of shipment to seller holding bill of lading, in view of 
U. S. Comp. St., sec. 8604b, defining order bill of lading.—Louis- 
ville & N. R. Co. vs. Mengel Co., 295 S. W. Rep. 183. 

Where there is any defect, imperfection, or omission in any 
pleading, whether in substance or form, which would be fatal 
on demurrer, yet issue joined be such as necessarily requires 
proof of facts so defectively stated or omitted, such defect, im- 
perfection, or omission is cured by verdict—Ibid. 

Stamped indorsement on order bill of lading, not signed 
by shipper or anyone in its behalf, held ineffective to change 
order bill into straight bill.—Ibid. 

(Court of Appeals of Kentucky.) Conflicting evidence as to 
care exercised by shipper in loading and bracing heavy ma- 
chinery in freight car held for jury, in suit against railroad for 
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damages thereto.—Pollack vs. Southern Ry. Co., in Kentucky, 
295 S. W. Rep. 150. 

Evidence of misconduct of jury, coming solely from mem- 
bers thereof, in that in suit against railroad for damages a 
juror, a railroad employe, investigated, during recess, personal 
records in his employer’s office, and told other jurors his findings 
before they reconvened, would not be received to impeach the 
verdict.—Ibid. 

The rule that verdict of a jury may not be impeached by 
the testimony of one of its members, relating to misconduct on 
the part of himself or any of his fellow jurors, applies to mis- 
conduct both within and without jury room.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, Waco.) Railroad, deliv- 
ering interstate shipment of mules in state, received from inter- 
mediate carrier, is not liable for loss en route of one mule, 
where court found on sufficient evidence that lost mule was not 
delivered to it, under U. S. Comp. St., sec. 8604a, providing that 
initial carrier of interstate commerce shall be resposible for 
loss in transit—Chapman vs. St. Louis Southwestern Ry. Co. 
of Texas, 295 S. W. Rep. 262. 


TELEGRAPHS AND TELEPHONES 


(Court of Appeals of New York.) Where terms of the tele- 
gram disclose general nature of the transaction which is the 
subject of the message, company is answerable for the natural 
consequences of its neglect in relation to the transaction thus 
known or foreseen.—Kerr S. S. Co., Inc., vs. Radio Corporation 
of America, 157 N. E. Rep. 140. 

Where terms of telegraphic message give no hint of nature 
of the transaction which is subject of the message, liability of 
company for. natural consequences of its neglect is for nominal 
damages, or for cost of carriage if tolls have been prepaid.—lIbid. 

Notice of business contained in a telegraphic message, if 
it is to lay the basis for special damages for company’s negli- 
gence, must be sufficiently informing to be notice of the risk.— 
Ibid. 

Length and cost of radiogram in cipher by steamship com- 
pany to be transmitted to the Philippine Islands held not to 
suggest important business of message so as to make radio 
company liable for special damages to sender because of its 
failure to transmit the message.—lIbid. 

Where, on acceptance of a telegraphic message, defendant’s 
duty was to deliver it in accordance with the contract, damages 
for non-performance of contract are recoverable as for non- 
performance of a duty.—Ibid. 


0 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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(District Court, S. D., New York.) Under Argentine, as well 
as United States and English law, an indorsee of a Dill of 
lading incorporating the provisions of a charter party has benefit 
only of those provisions of charter party which relate to cargo, 
and cannot, to avoid liability for demurrage, resort to cesser 
clause, providing that charterer’s liability shall terminate as 
soon as cargo is loaded and freight paid, and that ship shall 
have lien on cargo for all demurrage.—Yone Suzuki & Co. et al. 
vs. Central Argentine Ry., Limited, et al., 19 Fed. Rep. (2d) 645. 


Under Argentine law, consignee, accepting delivery of cargo 
under bill of lading incorporating terms of charter party giving 
vessel a lien on cargo for demurrage and all sums which may 
become due vessel under contracts of affreightment, impliedly 
promised to pay and is liable for demurrage, where shipowners 
delivered cargo without asserting right to apply for embargo 
thereof or to demand a deposit.—lIbid. 


Under charter party providing for carriage of coal to Buenos 
Aires or as near thereunto as steamer may safely get and always 
lie afloat, lay days for discharging to commence 24 hours after 
arrival at or off discharging port, whether steamer is in berth 
or not, held, that ships arrived at or off port when they reached 
the roads, and lay days began 24 hours thereafter, and were 
not extended during time that low water, due to direction of 
wind, prevented them from reaching a place at or off the des- 
ignated berth, notwithstanding the roads were 37 kilometers 
from basins and docks.—Ibid. 


Charter party providing that cargo shall be taken from 
alongside of vessel by consignee named in bill of lading at port 
of discharge as quickly as steamer can deliver, but in no case 
at less than 1,000 tons per running day, held to require con- 
signee to take not less than 1,000 tons daily, and lay days were 
to be ascertained by dividing quantity of cargo by 1,000.—Ibid. 

As respects consignee’s liability for demurrage under bil! 
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of lading, burden of proving what delay, if any, was due to fault 
of vessel, held on consignee.—lIbid. 

Provision of charter party, expressly incorporated by ref- 
erence into bill of lading, imposing liens on cargo for demurrage 
and all sums which may become due steamer under contract of 
affreightment, held to make consignee liable for demurrage in- 
curred at loading port.—Ibid. a 

Under charter party requiring cargo to be taken from along- 
side vesseel as quickly as vessel can deliver, but in no case 
at less than 1,000 tons daily, not providing for any allowance, in 
ascertaining demurrage, for time lost in discharging on account 
of strikes, held, that running of lay days was not postponed 
by strike of harbor stevedores and longshoremen affecting only 
a portion of the discharging area of the port, notwithstanding 
provisions mutually excepting strikes, where delay was due to 
consignee’s sending of vessels to dock where strike prevailed.— 
Ibid. 

Burden of proving that shipowners could have prevented or 
mitigated loss arising from demurrage for delay in discharging 
cargo caused by strike of longshoremen and stevedores held on 
consignee.—Ibid. 

Shipowners’ obligation to minimize loss from demurrage 
does not arise until after lay days have expired or until con- 
tract has been repudiated.—lIbid. 

If shipowner is put to expense by consignee’s failure to 
supply men and appliances to take delivery from alongside of 
vessel, where charter provides cargo is to be taken off alongside, 
shipowner is entitled to recover it from charterer.—lIbid. 

Though, under. charter providing for payment by steamer 
of all port charges and stevedoring expenses at port of loading 
and discharging, shipowners could not in any event recover any 
such expenses, they were entitled to expense of lightening vessel 
sufficiently to enable it to reach berth always safely afloat, under 
provision that cargo shall be received by consignee alongside 
where steamer can discharge safely afloat.—Ibid. 


. Under charter providing that cargo shall be received along- 
side steamer, where she can discharge safely afloat within reach 
of her tackles, and that expense of overtime and wharfage and 
lighterage shall be at expense of cargo, held, that shipowners 
were entitled to recover expenses reasonably incurred with 
consignee’s consent before lay days expired, including lighter- 
age and demurrage of lighter, labor in receiving coal in lighters 
and discharging lighters, and extra expenses of stevedores and 
others working overtime, to the extent that such expenses were 
not more than demurrage saved.—lIbid. 

Consignee held not to have sustained burden on it of prov- 
ing release of ship’s claim for demurrage and expenses incurred 
in discharging cargo.—Ibid. 


Where charterer was properly impleaded under admiralty 
rule 56, by shipowners suing consignee for demurrage and ex- 
penses incurred in discharging cargo, admiralty court may de- 
termine charter’s liability to shipowners as well as consignee’s 
liability.—Ibid. 


Cesser clause in charter party, providing that charterer’s 
liability shall terminate as soon as cargo is loaded and freight 
paid, and giving steamer lien on cargo for freight, demurrage 
and all sums becoming due under contract of affreightment, 
does not relieve charterer from liability for demurrage sustained 
at loading port before bills of lading were signed, but did relieve 
charterer from all obligations to shipowners after bills of lading 
were signed.—Ibid. 


The principle that cesser clause will not exonerate char- 
terer, unless another commensurate remedy is given by char- 
terer, as by lien on goods which would otherwise not exist, 
because it will not be presumed that shipowner intended to 
release his rights against charterer without adequate considera- 
tion, does not apply where liens were given to shipowners with 
remedies commensurate with those surrendered by cesser clause. 
—Ibid. 


A court of admiralty has no jurisdiction to determine mat- 
ters of a non-maritime nature, and it cannot take cognizdnce 
of agreements not in themselves maritime.—lIbid. 


Whether charterer sold coal to consignee to be shipped in 
vessels sailing 10 days apart, and to be landed on docks of port 
of discharge, does not involve maritime question, but involves 
a question which charterer has a right to have determined in 
an action at law.—lIbid. 

A court of admiralty cannot retain jurisdiction to dispose 
of non-maritime subjects, for the purpose of doing complete 
justice after the manner of courts of equity.—Ibid. 

Questions whether assets of charterer impleaded under 
admiralty rule 56 in shipowners’ suit for demurrage and ex- 
penses in discharging cargo were fraudulently transferred to 
another corporation, and whether transferee is original corpora- 
tion in disguise, and for that reason liable for its debts, do not 
involve any maritime relations, and are peculiarly cognizable 
by a court of equity or a court of law.—Ibid. 

(District Court, D., Connecticut.) One purpose of admiralty 
rules 31 and 32, providing for interrogatories and discovery of 
documents, is to procure evidence in support of the allegations 
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of the libel or of the answer.—lInternational Banking Corporation 
vs. United States et al., 19 Fed. Rep. (2d) 628. 

Interrogatory requiring libelant to disclose all correspond- 
ence relating to transaction in controversy held pertinent to 
issues and proper, libelant being protected against imposition 
by admiralty rule 32.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Written ad- 
dendum to copy of ship’s manifest held incompetent as proof 
of transshipment of cargo, in view of fact that there was no 
knowledge as to under what circumstances addendum was 
written, or who wrote it, or as to what knowledge person 
writing it had.—Kemsley, Millbroun & Co., Limited, vs. United 
States, 19 Fed. Rep. (2d) 441. 

Answers by ship’s proctor on information to interrogatories 
in suit for loss of shipment averring transshipment held incom- 
petent as proof thereof, being the equivalent of discovery in 
equity, and hearsay.—Ibid. 

Limitation clause in bill of lading constitutes a partial de- 
fense, and must be pleaded.—Ibid. 

Delay may be a “deviation,” as well as “departure,” from 
the usual course.—Ibid. 

Delay of nearly six times the length of usual voyage, with 
no explanation thereof, held prima facie a deviation, tolling 
limitations in bill of lading covering lost shipment.—lIbid. 

Invoice value of shipment, which was missing on arrival 
of ship at destination, held not the proper measure of damage.— 
Ibid. 

(District Court, E. D., Pennsylvania.) Tug and barge in tow, 
carrying cargo, constitute a single carrier, and hence tug is 
entitled to benefits of Harter act, and not liable for negligence 
consisting of errors of navigation—The Bathgate, 19 Fed. Rep. 
(2d) 663. 

(District Court, S. D., New York.) Delay of vessels in pro- 
ceeding to docks, resulting from low water in roads leading to 
basins within the harbor, and attributable to the variation of 
tide, constitutes a “hazard of shipowner,” in determining time 
when vessels arrive at discharging port.—Yone Suzuki et al. vs. 
Central Argentine R. Co., Limited, 19 Fed. Rep. (2d) 665. 

(Supreme Court, Sperial Term, New York County.) Where 
part of ship’s cargo was destroyed by fire, saved portions of 
cargo became charged with liability of paying its proportion 
of the general average.—People ex rel. Stoddard, Superintendent 
of Insurance, vs. Norske Lloyd Ins. Co., Limited, 222 N. Y. Sup. 
562. 

Claim on guaranty which secured release of cargo from lien 
of general average executed by insolvent foreign marine insur- 
ance company could only be asserted against securities de- 
posited with state superintendent of insurance under insurance 
law, if guaranty was an American obligation, remedy on foreign 
obligations being against funds in hands of foreign receiver, 
New York agency being an independent insurer, and securities 
deposited being primarily to safeguard policyholders of that 
agency.—Ibid. 

Guaranty securing release of cargo from lien of general 
average executed in New York by insolvent foreign marine in- 
surance company held an obligation of the foreign home office 
of the company as part of its marine policies, and, in view 
of insurance law, secs. 9, 25, section 150, amended by Laws 1925, 
c. 203, and section 70, amended by Laws 1918, c. 336 it was not 
separate agreement by New York agency.—Ibid. 


ASSIGNED CAR CASE 


Believing that the decision of the Supreme Court of the 
United States, rendered on May 31, 1927, in the assigned car 
cases, did not dispose of the central issue presented by them, 
the plaintiffs in Ford Motor Co. and Fordson Coal Co. vs. 
United States of America, and Interstate Commerce Commis- 
sion, intervening defendant, have filed a supplemental brief in 
the United States court for the eastern district of Kentucky 
asking the court to hold part of the order of the Commission 
in the assigned car case invalid and modify it. The Ford case 
was submitted to the court in Kentucky about two years ago, 
but no decision has been made. Therefore it was not one of 
those considered by the Supreme Court and on which it made 
its decision of May 31 last. 

Ford attorneys said that in view of the decision by the 
Supreme Court they filed their supplemental brief to point out 
that the plaintiffs’ central issue was not decided by that deci- 
sion. They said that, as pointed out in their primary brief and 
in their reply brief, the plaintiffs did not claim the right to a 
preference. They said they did claim that when a carrier had 
surplus motive power and facilities (due to shortage of common 
carrier or “system cars’) for which no other prospective shipper 
was asking, they (the Fords) had a right to bargain with such 
a carrier (at tariff rates) for the use of such motive power and 
facilities. They alleged that the fact that the several plaintiffs 
in the various cases making up the group reported as “The As- 
signed Car Cases” had not seen fit to attack the order of the 
Commission on those grounds, but instead refused to follow the 
theory of these plaintiffs (the Fords) and presented to the 
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“Tue Gas WaGon” is one of the most 
important trains in the great fleet of 60 
named Pennsylvania freights that have 
set remarkable records for regularity and 
dependability of on time arrival 
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the Gas WAGON” 


runs that the East may ride 


Oz at the point where Lake Erie 
and Lake Huron shake hands 
there’s a thriving city, famous as the 
former stamping ground of the Georgia 
Peach of baseball and as the greatest 
automobile producing city in the world. 
This place is known on the time tables 
as Detroit and vicinity. 


Here hundreds of brands of motors 
are turned out. But in order to do their 
part in making the world unsafe for 
pedestriansthey can’tall residein Detroit. 


HEREFORE, “The Gas Wagon” — 

a big Pennsylvania freight that car- 
ries automobiles from Detroit and Michi- 
gan points to the East. And due to its 
regular daily performance seaboard 
people save on shoe leather and burn up 
gas—a tough break for the cobblers. 


“The Gas Wagon” starts at Detroit and 
buzzes over to Toledo where it picks up 
cars loaded in that district as well as those 


from Michigan points arriving via Connect- 
ing Lines. 


UT it isn’t a snobbish carrier, not at all. 
And it doesn’t confine its cargo to 
shiny new motor cars. Other freight of a 
general nature can find a berth on “The Gas 
Wagon” just so long as said freight is East- 
ward bound from that territory. 


Coming back to motors for a minute, you 
can’t always count on them to get you there 
on time. Even the best ones exhibit tenden- 
cies to burst tires, play with telegraph poles 
and embed themselves in the mud. But 
“The Gas Wagon” has no such juvenile 
traits. Regularly and dependably it brings 
in its cargo on time—keeping its rigid sched- 
ule though rain, fog and hail seek to bar 
the way. 


A record of fine on time performance 
belongs to this train. And responsible for it 
are the hands and eyes of hundreds of men 
on the train and along the way, whose 
y weeny fighting spirit gets this big rattler 
through regularly on schedule. 


Here are some other named Pennsyl- 
vania freight trains whose regular 
on schedule arrivals have earned 
them distinctive names: 


y 


“THE CRACKAJACK” 
Merchandise 
Buffalo to Seaboard Cities 


5 


“THE PREMIER” 
Live Stock 
Pittsburgh to Seaboard Cities 


+ 
“THE CAT BIRD” 


Perishable Merchandise 
Norfolk to New York 


7 
“THE REFILLER” 


Empty Refrigerator and Tank Cars 
Seaboard Cities to East St. Louis 


Carries more passengers, hauls more freight than amy other railroad in America 


PENNSYLVANIA RAILROAD 
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Supreme Court issues wherein they claimed the right to pref- 
erences, ought not to preclude the plaintiffs here. They said 
it was entirely possible for the order to be perfectly valid in 
so far as it was attacked in those cases and to be void in so far 
as it sought to do the things complained of in the Ford case, 
namely, to forbid the railroads handling Ford private cars even 


when the railroads had surplus motive power and facilities other 
than system cars. 


“This refusing to allow us to engage surplus facilities of a 
carrier unless we close our own mines and buy unsuitable coal 
from others, seems to us to amount merely to saying to us that 
we cannot choose our own sources of supply, but must ask the 
Interstate Commerce Commission from whom we can procure 
coal,” says the Ford brief. “Under these circumstances, not be- 
fore the Supreme Court, we think the order amounts to an at- 
tempt to equalize opportunity in trade. 


“It is our claim that this honorable court ought by its 
decree so to modify the order of the Interstate Commerce Com- 
mission of June 13, 1923, as modified by its order of December 
23, 1924, as to permit a shipper to engage from a Carrier sur- 
plus motive power and other transportation facilities for his 
private cars for which no other shipper is asking, or if two or 
more shippers are asking for such surplus facilities, then to 
engage their fair pro rata share thereof.” 

In answer to the contentions of the Ford interests, P. J. 
Farrell, for the Commission, takes the ground that the Ford 
case is controlled by the decision of the Supreme Court in the 
assigned car cases. He said he thought the brief of the Ford 
interests indicated that counsel entertained erroneous views 
concerning the effect of the decision referred to and the juris- 
diction the Kentucky court was free to exercise in a case like 
the one under consideration. He said the only reason advanced 
by counsel for the plaintiffs in their request for a modification, 
by the court, of the Commission’s order, namely, that the order 
prevented the plaintiffs from bargaining with a carrier (at tariff 
rates) for the use of motive power and facilities when the car- 
rier had a surplus of such power and facilities, was covered by 
the first objection to the order stated by the Supreme Court as 
made by the carriers and private car owners who were plaintiffs 
in the assigned car cases. He added that it would also be ob- 
served that that objection was very fully discussed by the 
Supreme Court and held to be without merit. 


In the circumstances of the case, Mr. Farrell said, he found 
it difficult to understand how, consistently, it could be con- 
tended that the court properly might change the rule by modi- 
fying the Commission’s order. For that reason, he said, the 
Commission insisted that the case was controlled by the deci- 
sion of the Supreme Court, and that the petition should be 
dismissed. 


RECAPTURE BILL PREMATURE 


A statutory court, in the southern district of New York, 
consisting of Circuit Judges Learned Hand and Augustus N. 
Hand and District Judge Goddard, has dismissed the petition 
of the plaintiff, in Brooklyn Eastern District Terminal vs. United 
States and Interstate Commerce Commission, on the ground 
that the petition was premature. The terminal, which furnishes 
facilities for common carriers by railroad in Brooklyn and Long 
Island City, filed a petition before Judge Augustus N. Hand 
seeking a declaration of invalidity of, and an injunction against, 
the enforcement of a report of the Commission, together with 
its findings, and a “request” made by the Commission that the 
terminal pay to its secretary half of the excess income earned 
by in in 1923 and 1925. The bill was also directed against the 
enforcement of so-called general orders of the Commission call- 
ing for an accounting under section 15-a by common carriers 
which had accepted the benefits of section 209. The general 
orders to which the petition referred were those the Commission 
issues to carriers directing them to make returns and, in case 
there is an excess income shown, under section 15-a, to send 
half of such excess to Secretary McGinty, in accordance with 
the recapture part of section 15-a. 

The dismissal is on the ground of prematurity set forth in 
United States vs. Los Angeles & Salt Lake, 273 U. S. 299. The 
United States and the Commission objected to the bill in this 
case as being premature, there being no order which the court 
might review under the second subdivision of section 207 of 
the Judicial Code, the source of the court’s authority, except as 
the petition might be regarded as a bill in equity. 

In an opinion written by Judge Learned Hand, the court 
pointed out that the findings of the Commission that the ter- 
minal was a common carrier and owed some duty under section 
15-a, did not settle the petitioner’s liability. The conrt said that 
here the court had a case even further from final determination 
than the court had when it was considering the Los Angeles 
& Salt Lake case, because, among other things, the Commis- 
sion’s findings did not pretend to state the value of the property 
of the petitioner or the amount of money due under the re- 
capture part of section 15-a, 
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NEW HAVEN FINANCING PLAN 


The Traffic World Washington Bureay 


Apparently having given up hope of passage by Congress 
of a bill reducing the interest rate of 6 per cent charged by 
the government on railroad indebtedness growing out of federal 
operation of railroads, the New York, New Haven & Hartford 
has asked the Commission for authority to put into effect a 
plan that will enable it to reduce its debt of $87,030,000 to the 
government. The New Haven was one of the roads that ap- 
peared in support of the bill providing for a reduced rate of 
interest that was under consideration at the last session of 
Congress. At that time, the New Haven, the Chicago, Milwau- 
kee & St. Paul and the Boston & Maine were the roads with the 
largest indebtedness to the government. The Boston & Maine 
has settled its debt of approximately $27,000,000, and the in- 
debtedness of approximately $55,000,000 of the C. M. & St. P. 
will be settled under the reorganization plan now before the 
Commission, if the terms of that plan are approved. 

The New Haven has asked for authority to issue 490,367 
shares of 7 per cent cumulative preferred stock, par value $100 
a share, convertible at the option of the holder into common 
stock, and from time to time to issue shares of common stock 
of like par value, not to exceed 490,367 shares, for exchange 
and in retirement of the preferred stock, share for share. It 
said the purpose of the proposed issue of preferred stock was 
to obtain funds to reduce its debt of $87,030,000 to the United 
States, of which debt $60,000,000 was incurred under section 
207, and $27,030,000 under section 210, of the transportation 
act. The debt of $60,000,000 becomes due in 1930, and the $27,- 
30,000 between 1930 and October 31, 1935. The entire amount 
‘bears 6 per cent interest. 

The proposed plan, the New Haven said, if carried out, would 
materially improve the applicant’s financial structure, the pro- 
portion of stock to bonds being changed from the present one- 
third stock and two-thirds bonds to more than 43 per cent of 
stock and less than 57 per cent of bonds. This improvement, ac- 
cording to the New Haven, should enhance its credit and so 
assist it in refunding the remainder of the debt to the govern- 
ment at a lower rate of interest. If the proposed issue of 
preferred stock is authorized, the applicant will extend to each 
of its stockholders the privilege of subscribing at par for one 
share of preferred stock for every four shares of common stock 
standing in his name. A like privilege may also be exercised 
by each holder of the applicant’s 6 per cent convertible de- 
bentures maturing in 1948 in accordance with the provisions 
thereof in the proportion of one share of preferred stock for 
each $400 face value of said debentures. There are outstand- 
ing of these securities $157,117,900 of capital stock, and $39,029,- 
000 of 6 per cent debentures of 1948, a total of $196,146,900. The 
New Haven said an issue of preferred stock on the above basis 
would amount to $49,036,700 at par. 

The New Haven said it had entered into an agreement with 
J. P. Morgan & Co. of New York City to underwrite the entire 
issue for a compensation of 2 per cent of the par value thereof, 
subject to the approval of the Commission. 


SOUTHWESTERN FINANCE CASES 


The Traffic World Washington Burean 


Chairman Esch and Commissioner Eastman, July 29, sitting 
as ® division, listened to a discussion of cases on the finance 
docket No. 6244, acquisition of control of the St. Louis, Kennett 
& Southeastern by the St. Louis-San Francisco; No. 6245, ac- 
quisition by the St. Louis-San Francisco of control of the Butler 
County Railway; No. 6253, Bonds of the St. Louis-San Fran- 
cisco, and No. 5472, Dallas Construction Case. 

In the St. Louis-San Francisco cases, the St. Louis South- 
western opposed acquisition of the two short lines except upon 
condition that the Commission require the purchaser to keep 
open the existing routes. The cases were discussed by M. G. 
Roberts, for the applicant; J. F. Abbott, for the Butler County 
Railway; and A. H. Kiskaddon, for the St. Louis Southwestern. 
Mr. Roberts said that in substance the St. Louis Southwestern 
asked the Commission to permit the Frisco to assume all the 
burdens of ownership of lines but give the St. Louis Southwest- 
ern the right to use those lines as if it owned them. He said 
it was admitted that the Frisco would close the Pickett gate- 
way, as alleged by the St. Louis Southwestern, so as to pre- 
serve to itself the long haul on traffic from the short lines. 
Unless it was to be permitted to do that, he said, the Frisco did 
not want the short lines, at any price. It has agreed to pay 
$300,000, in bonds, for the St. Louis, Kennett & Southeastern 
and $650,000 for the Butler County, the latter being controlled 
by the Brooklyn Cooperage Co., a subsidiary of the American 
Sugar Refining Co. Mr. Abbott said that the timber having been 
cut, the cooperage company had no further use for the road and 
it was sold, conditionally, for $650,000 although the Commis- 
sion’s valuation was $900,000. 

The Dallas construction case grew out of the construction, 
by the Gulf, Colorado & Santa Fe, of a track from its main 
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Fireproof Const. Warehouses 





DECATUR WAREHOUSE CO. 


FIREPROOF’ oval Shumate 


General Merchandise and Furniture Storage 
Switching From All Roads 
Lowest Insurance Rates. Pool Cars 





MEMBERS AWA OWA 


DERER 


SER V/CE 


TERMINAL 


BU/LOS BETTER BUSINES 


MERCANTILE WAREHOUSING AND DISTRIBUT 





2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE (CO. 





DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO 


Toy A GA 1 Oy 4Ve1@ Mn+ 


J0S. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL. STREET 
70 YEARS’ EXPERIENCE 


Teaming — Motor Trucking — Carload Distribution 





INDIANAPOLIS, IND. 








Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR Ya tances ca 


Centrally Located in Shipping 
Motor Truck Delivery Ton Cor Car Delays 
“Service That Satisfies’’ 


Your Customers Know 


EDGAR’S 


Economical Automobile 
Truck Service 


Negotiable Warehouse Receipts 
Issued 
Field Warehousing 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


DECATOR, ILLINOIS 


ING 


MUSKOGEE, OKLAHOMA 


CHICAG 


DECATUR Jarke b de 
+ ( 





Opened June 5, 1926 


The Largest and Finest Hotel in the State 


The Leading Hotel of Denver” 
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ST. ater MISSOURI 





GEOGRAPHICALLY a - 
LOCATED TO RENDER gg ea) FILO — 
DISTRIBUTORS 1 7 
DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


JACKSONVILLE, FLA. 













WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


ae .: 


WAREHOUSES = Sh°"" src gl ; 
DECATUR, ILLINOIS C or Stitaan 
DISTRIBUTION Axo WAREHOUSING 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


460 ROOMS WITH BATH 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ass’t Manager 









IN 
COLUMBUS, OHIO 


IT’S 


THE MERCHANDISE STORAGE CO. 


U. S. BONDED 
FOODSTUFFS and NON-ODOROUS 
COMMODITIES ONLY 
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line to an industrial section near Dallas, Tex., which taps indus- 
tries on the Texas & Pacific. The latter procured an injunction 
on the ground that the new construction was not a spur track 
but an extension. The Supreme Court of the United States 
upheld that contention, hence the application by the Santa Fe 
System for a certificate permitting it to extend its line, much 
of which has already been built. Arguments in that case were 
made by G. R. Ross, for the applicant; Frank Smith, for thé 
Oriental Oil Co.; F. R. Schneider, for the Sims Oil Co.; F. C. 
Taylor, for the Texas Cement Co.; F. W. Moore, for the Texas 
Co.; Claude Pollard for the state of Texas; Grady Niblo, for 
the Oak Cliffs-Dallas Commerce Association; Albert L. Reed, 
for Dallas; U. S. Pawkett, for the Texas Industrial Traffic 
League; and T. D. Gresham for the Texas & Pacific. 


CHICAGO DISTRICT COAL RATE 


The question of whether one rate should apply to the entire 
Chicago switching district on coal from the south and east or 
whether the district should be zoned on a plus basis, allowing 
for certain fixed additions to the Chicago rate for deliveries to 
private sidings at the northern end of the district, had its fourth 
airing at a further hearing in docket 11224 and Sub. 1, Chicago 
Coal Merchants’ Association against the Director-General, as 
agent, A. T. & S. F. and others, before Commissioner Esch, at 
Chicago, August 1 and 2. 

The original complaint was filed in February, 1920. On 
June 5, last, tariffs embodying the Commission’s third decision 
in the case went into effect, establishing zones in the Chicago 
district wherein charges of 10 cents and 20 cents over the 
Chicago rates were effective on anthracite coal, and a 10 cent- 
plus zone on bituminous coal. The sub. 1 number covers north- 
ern suburban districts outside the Chicago switching district. 
The June 5 tariffs made the rate on bituminous roal to Evanston 
371% cents over Chicago and the rate on anthracite 6314 cents 
over Chicago. Weber, a station on the C. & N. W., just a short 
distance from the line dividing Chicago and Evanston, on the 
Evanston side, which previously had the same rates as Rogers 
Park, the district in Chicago immediately adjacent, was put on 
the Evanston basis. 

Complainants contended there was no justification for taking 
coal out of the Lowry agreement, which prescribes a flat rate 
to the Chicago switching district on all commodities, with some 
modifications, and giving that commodity special treatment. As 
against the carrier justification of the treatment in terms of 
the expensiveness of the service of hauling the coal through 
the congested district of Chicago and consequent necessity for 
additional revenue, the shippers said the situation was brought 
about because of failure of the carriers to reach an agreement 
as to divisions. 


W. J. Womer, traffic manager of the Consumers’ Company, 
and chairman of the Chicago Coal Merchants’ Association, gave 
testimony as to the operating conditions in the territory to 
which the plus charges apply and the territory outside of those 
zones. He said there was more elevated trackage in the ter- 
ritory outside the plus zones than within them, that in a number 
of cases yards to which the higher rates applied were reached 
by shorter hauls involving less penetration of the so-called con- 
gested area, and generally more favorably situated, from an 
operating standpoint, than yards to which the flat Chicago rate 
applied. It was his opinion that no zoning could be worked out 
in the district on a fair basis becauses of the scattered location 
of the yards and the complexity of the railroad trackage serving 
the district. 

J. P. Haynes, traffic director of the Chicago Association of 
Commerce, said he had been repeatedly informed by shippers 
and representatives of industries considering locating in Chi- 
cago that the city was not inviting unless rates were the same 
to and from all parts of the city—that competition between 
industries made that a matter of primary importance. 

J. S. Brown, manager of the transportation department of 
the Chicago Board of Trade, introduced testimony for the pur- 
pose of establishing that coal was left out of the Lowry agree- 
ment because of the inability of the carriers to reach a satis- 
factory agreement over divisions. 

Facts as to the consumption of coal in the Chicago area 
and related matters were testified to by Owen M. Fox, executive 
vice-president of the Chicago Coal Merchants’ Association. He 
said the district used approximately 34 million tons annually, 
excluding railroad and steel industry consumption. 

The following witnesses testified with reference to the loca- 
tion of their various yards, the service performed by the rail- 
roads in reaching them, and the unfavorable competitive results 
of the zoning plan: H. C. Taylor, president, Hicks & Taylor 
Coal Company, Chicago; John M. Noble, vice-president, Davis 
Coal & Coke Company, Oak Park; Charles F. Brandt, Evanston; 
Edward Zipf, retail coal dealer at Ravenswood, Chicago; and 
J. P. Quinlan, Chicago. 

William W. Robeson, president of the Marquette Coal & 
Mining Company, an intervener, said his yard was in Evanston 
close to the line dividing Evanston from Chicago, and that it 
was served by a private siding from Weber station. For all 
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practical purposes, he said, yards in Rogers Park, Chicago, were 
as Close to the delivery center in Evanston as his yard, and the 
Rogers Park yards had rates 43 cents lower on anthracite and 
27% cents lower on bituminous coal. 

Other witnesses for the complainants and interveners were 
as follows: Peter N. Janz, Consumers’ Company; H. G. Brown, 
Illinois Brick Company; and Charles A. Shank, National Brick 
Company. 

A. F. Cleveland, assistant freight traffic manager, C. & N. W., 
said the plus-zone adjustment was necessary to produce ade- 
quate revenue for the service performed and, further, to admit 
of a reasonable gradation between Chicago and the territory 
outside. He said it was astonishing to him to hear the Woods 
Street and 40th Avenue yards of the North Western referred 
to as not congested districts. He said the North Western was 
in the process of spending approximately sixteen million: dollars 
for the relief of the congested condition in the road’s yards. 
He declared the two yards through which most of the coal in 
question moved were in the heart of the Chicago congested 
district, and he believed the road should be allowed to make 
an adjustment that would result in its facilities being an asset 
rather than a liability. He said that, in so far as the Weber 
adjustment was concerned, he believed it worked both to the 
detriment of the industries located there and to the road, and 
that at no time had the North Western advocated the exisfing 
adjustment. He said he believed it should be placed on a parity 
with the Rogers Park district. Otherwise, he was of the opinion 
the existing adjustments were equitable. 


LUMBER RATE MEMORIAL 


A memorial to the railroads of the United States by the 
lumber industry asking the carriers to make an immediate 
investigation of the rates on substitute building materials in 
comparison with lumber was made public this week by the 
National Lumber Manufacturers Association. Special considera- 
tion is asked of the question as to what extent lumber is being 
displaced by substitute materials on account “of the preferential 
rates.” 

The memorial has been submitted to the railroads pursuant 
to an understanding reached at a joint meeting in Chicago, July 
23, 1926, of lumber manufacturers and officials of many of the 
large railroads of the United States. It is stated in the memorial 
that the purpose is to “lay before the railroads certain economic 
and transportation information respecting lumber and other 
products with which lumber is in competition.” 

The memorial contends that by reason of more favorable 
freight rates granted by the railroads to substitute building 
materials the railways are losing both in tonnage and the rate 
per ton. The modern substitutes for lumber are lighter, it is 
said, and each car of the substitutes loses the carriers four 
cars of lumber tonnage. The memorial states it is reliably 
estimated that in the past five years the railroads have deprived 
themselves of nearly $6,000,000 in lumber revenue, it being 
argued that the disparity in freight rates is encouraging the 
consumption and shipment of substitutes and discouraging loads 
of lumber. 

The memorial sets forth that the lumber industry pays a 
yearly freight bill of $400,000,000 and yet “is now unable to 
move large volumes of forest products, because prices will not 
permit them to stand the present shipping costs.” The lumber 
industry “maintains that since it provides the carriers with 
more cars of revenue freight than any other industry, with the 
exception of one basic industry, it believes that the railroads 
will desire to correct any existing prejudicial conditions and 
hopes that they will take steps appropriate to that end.” 

In 1926, it is stated, one freight car out of every fifteen 
loaded contained forest products, and lumber contributes over 
7 per cent of all revenue freight loading. On the other hand, 
according to the memorial, the railroads directly and indirectly 
purchase 25 per cent of the annual timber cut of the country, 
including -millions of railway ties, billions of board feet of 
timbers and lumber for building bridges, fences, docks, wharves, 
telephone and telegraph poles, freight cars, floating equipment, 
etc., costing annually about $170,000,000. 

As illustrating the consequences of what the lumber industry 
considers unfair freight rates, it is stated that a certain fibre 
board utilized 3,819 cars in 1926, thereby displacing lumber that 
would have required 15,400 cars. The general position of the 
lumbermen is stated as follows: 

Time was when lumber was practically the only building material 
with competition only between species. But in recent years there have 
sprung up many substitute building materials which, through vigorous 
merchandising methods and salesmanship, have cut deeply into the 
markets for lumber. Structures of freight rates have been built up 
which in substantial effect in some instances constitute a subsidy to 
these competing materials, are a detriment to the lumber industry 
and a loss to the carriers. 

Be it understood that the lumber industry is not seeking the 
favor of the carriers, nor their aid in attempting to ‘‘beat’’ its com- 
petitors. ‘These facts are important alike to the railroads and the 
lumber industry. The other problems of the lumber industry relating 
to better merchandising, advertising, salesmanship and unfair compe- 
tition are being energetically handled through a nation-wide trade 


extension campaign, which will doubtless result in an increasing 
volume of lumber revenue freight for the carriers. 
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NEWTEX LINE | |BOSTON, 


Differential Rates 


Weekly Service to Houston, Texas 


From Pier 1, North River, New York, Saturday noon 
B. & O. Pier 7, Locust Point, Baltimore, Monday 
Southgate Terminals, Norfolk, Tuesday 


For Information Apply To 
New England, New York & Texas 
Steamship Corporation 


17 Battery Place, NEW YORK, N. Y. 
Southgate Forwarding & 























Cotton Exchange Building Storage Co., Agents, 
Houston, Texas orfolk, Va. 
Dallas National Bank Building The Cottman Co., Agents, 

Dallas, Texas Baltimore, Md. 











View CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Bosten & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 






Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 




















BETWEEN 
. m Direct Connection with N. Y., N. H. & H. R. R. 
Philadelphia, Pa., and Houston, Tex. ato BATTERY WHARF STORES 
SAILINGS: Direct Connection with Union Freight R. R. 
— a hyo te sac Total General Storage Capacity: 9,706,000 Cubic Feet ° 










MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 






Low Rates Quick Dispatch Thru Package Cars 






GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


pCO Sona WILLIMANTIC @, —__..0 JEWETT CITY THRU RATES AND 
/ DIRECT WATER ROUTES 


SHELTON! ® OERBY’ 
DEVON o MI 
“MYSTIC South Norwalk, Bridgeport, New 
bp”? WESTERLY fr OM London and Norwich, Conn. 


Cc. F.A., W. T.L., Inter-Mountain, 






























BRIDGEPORT 







TO ALL mens BOAT SERVICE t O South and Southwest 
POINTS WEST \, STORE DOOR DELIVERY « CLYDE, OLD DOMINION, SAVANNAH, 
to LONG ISLano bY ouR own MoTOR TRUCKS U)1(7 M7ALLORY and MORGAN S. S. LINES 
TO ALL POINTS SOUTH BOAT AND RAIL ‘THAMES RIVER LINE. INC., PIER 32 E. R.. NEW YORK CITY, ERNEST E. FUCHS, President 


S00 TERMINAL er 


Storers and Distributors of 


CHICAGO, ILL. 


LOCATED NEAR LOOP 


MERCHANDISE 40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
Chocolate and other candies stored and to Aurora and Elgin Electric. 
all year round. 


Represented by 


Ss f Rent 
Pace Sor BSR NATIONAL WAREHOUSING, INC. 


Cool Temperatures 
“THE ECONOMICAL WAY” 


296 Sogatvar, New York 
37 Drumm St. n Francisco, Cal. 
316 | stomaniante St.  keahouien Cal. 















Direct from ships’ holds to warehouse, by means of electrie eenveyors, with one handling :—No trucking, switehing or draying. 
Se a and steel,—equipped with automatic | a .—insurance 12¢ per a dollars per oom. os 

our long experience weneerse Lerines, we See Se the requirements necessary proper handling your shipmen 
Complete Daily stock reports furnished, if desired. 





BINYON SHIPSIDE WAREHOUSE Co., Inc., HOUSTON, TEXAS 
























































FULL CARGO RATES STRONGER 


The Traffic World New York Bureau 


Full cargo markets are showing a distinctly better tone, 
with more fixtures and slightly higher rates in the last few 
days than for several weeks. The general opinion among 
brokers and shipowners in that the distress phase of the market 
is passing and that more satisfactory conditions should prevail 
in the near future. While no definite demand for space has 
developed, it is noticed that business is usually available as 
vessels arrive in position. Prices of wheat have receded to 
the point where considerable buying is anticipated and this 
should result in further inquiries for ocean space. Shipowners 
are still refusing to place their vessels at low rates for future 
loading, apparently confident that more attractive figures will 
prevail later. 

While preliminary indications point to an upswing in the 
market from this point, it should be realized that the trend has 
not been clearly marked, and more evidence will be required 
before stating definitely that no further depression is to be 
expected. Inquiries are now in the market at increased rates 
from Montreal, 10 cents for Rotterdam, for middle August, 11 
cents for late August and early September, and corresponding 
figures for other ports. 

Outside the grain trade business continues stagnant. The 
coal market has a few inquiries for August loading to Italy, 
but nothing in other directions. Only a few sugar fixtures are 
reported, and inquiries are limited despite favorable offers of 
space. Intercoastal inguiry for lumber tonnage for August, 
September and October continues at favorable rates. Gulf- 
River Plate requirements for lumber appear to be covered for 
the moment, but further activity is expected for September 
shipments. 

The prevailing range of rates on heavy grain is as follows: 
From Montreal, for August loading, 2s 9d to 3s to the United 
Kingdom, 114% to 12c to Antwerp-Rotterdam, 12% to 13c to 
Hamburg-Bremen, 1414c to the Mediterranean; from Montreal, 
for September loading, 3s to the United Kingdom, 13c to Ant- 
werp-Rotterdam, 14c to Hamburg-Bremen, i7c to the Mediter- 
ranean; from Montreal, for October loading 3s 3d to the United 
Kingdom, 14c to Antwerp-Rotterdam; 15144c to Hamburg-Bremen, 
and 18%c to the Mediterranean. Rates from Atlantic ports 
average about one cent less than to Montreal. 

Operators of intercoastal steamship lines are somewhat 
disturbed over prospects for cut-rate competition in that field, 
which, if sufficiently serious, might impair the rehabilitation of 
the freight conference. It is generally believed, however, that 
the new developments may be ignored. 

The Luckenbach Steamship Company, the Transmarine 
Lines, the Redwood Line and the Gulf-Pacific Line are to send 
delegates to the Gulf-Pacific Conference, to be held Monday, for 
the purpose of stabilizing rates and establishing an organization 
similar to the new Intercoastal Conference. 

After lengthy negotiations with the Hamburg-American Line 
an understanding has been arrived at, according to which the 
H. C. Horn Co., Flensburg, has been admitted to the West Indies 
Freight Conference. 


As a result of protests by the British and other governments 
against discriminatory dues and fees charged against foreign 
vessels in Portuguese ports, it is stated that the Portuguese 
government is about to issue a decree reducing these charges. 
The reductions will include a 10 per cent reduction on light- 
house dues for all vessels entering Portuguese ports, a 50 per 
cent reduction in pilotage and berthing charges at Lisbon for 
passenger boats and those requiring coal or water. Passengers 
embarking at Lisbon for foreign ports will have to pay only 
£2 instead of £6. The consular and commercial maritime dues 
on Cargoes will be lowered and reductions will be made in the 
charges for tug and floating crane services. 


The following new rates were fixed at a meeting of the 
Pacific Coast-European Conference this week: Drugs and medi- 
icine, N. O. S., $50 weight or measurement; doors, contract, 
$8.50, non-contract, $9.50, effective September 1; copper, lead, 
zinc spelter, $7, all ports except France, non-contract, $8. 

Protests of the merchants’ association over the new form 
of bond which has been proposed in connection with the entry 
of imported merchandise have resulted in Ernest W. Camp, 
United States Commissioner of Customs, inviting that organ- 
ization to submit suggestions regarding the new form. 

Importers now are required to furnish different bonds, each 
suited to the separate condition which the bond covers, such 
as a warehouse bond, customs broker’s bonds, etc. To meet a 
recent court decision, the Treasury Department rewrote the 
form of customs broker’s bond covering all forms of liability. 
This, it asserted, would protect tthe government more satis- 
factorily and reduce clerical work. 

The merchants in opposing the new form state that it would 
be impossible for surety companies to fix a reasonable premium 
for such bonds because they cannot determine the amount of 
liability that such a bond would cover. Moreover, different 
forms of liability accompany different classes of entries, and 
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it is not feasible, they say, to have a single bond cover all of 
them. 

Application has been made by the Standard Oil Company 
(New Jersey) for a charter for a new subsidiary company to 
be organized for the purpose of operating all of its shipping 
interests. It is understood that Robert L. Hague, manager of 
the marine department of the company,: who is now on the 
Pacific coast, will be the executive head of the new subsidiary. 
The purpose of the formation of the new company is to increase 
efficiency of operation through segregation of the shipping in- 
terests of the parent company from its other business. The 
Standard last year operated seventy-four vessels of 854,522 tons 
deadweight, thirty-eight of them under the American flag and 
the others operated by European subsidiaries. 


EXPEDITE INBOUND FREIGHT AT N. Y. 


The Traffic World New York Bureau 


Two suggestions for expediting the movement of inbound 
freight at the Port of New York are being made by the confer- 
ence committee on loading of the Merchants’ Association to all 
steamship operators and agents at this port. These suggestions 
are: (1) that freight be more carefully sorted when unloaded 
from vessels and placed on the pier floor, and, (2), that a suffi- 
cient number of employees always be available so that con- 
signees will not have to wait because of lack of the necessary 
personnel, particularly checkers. 

The letter with these suggestions, which is sent to approxi- 
mately 600 steamship agents and operators, is the result of 
conferences between representatives of the two unions to which 
most of the loaders belong and representatives of the Conference 
Committee on Loading. The letter in question is as follows: 


Recent investigation by representatives of the Loaders’ unions 
and the Conference Committee on Loading showed that needless delays 
and inconveniences occur on many piers. It is believed that delays 
result from: 

(a) Lack of organization and system on the piers, in that freight 
is not sorted when placed on the pier floor. 

(b) Lack of employees of various kinds, particularly checkers. 

Certain North River piers were frequently referred to as illustra- 
tive, although it is understood that these conditions exist on many 
piers in Manhattan, and also to some extent in Brooklyn and on the 
Jersey waterfront. On the other hand two or three piers were reported 
as being models of efficiency. 

At a recent meeting of the Conference Committee on Loading, the 
committee unanimously voted to call this matter to the attention of 
steamship operators in the hope that they will be willing to investigate 
conditions on their piers and bring about any improvement which is 
possible. This will benefit not only consignees and loaders, but also 
the steamship operators themselves. 


A copy of the letter has also been sent to the three steam- 
ship conferences and their cooperation has been invited. 


AIRPLANE-SHIP SERVICE 


A successful demonstration of use of the airplane in re- 
ducing the time of transportation of mail and passengers be- 
tween ocean ports was made August 1 by Clarence Chamberlin 
when he hopped off the Leviathan at a point 65 miles east of 
Ambrose Channel and arrived at Curtis Field, New York, one 
hour and 16 minutes later. Chamberlin took off in his plane 
from a specially constructed runway over the bridge of the 
vessel. The Leviathan was going 24 knots an hour. 

“Never before has any plane left the deck of a passenger 
ship while proceeding at full speed on an established ocean 
route,” said Chairman O’Connor, of the Shipping Board, who 
arranged for the test. 

“The American people have additional reason to be proud 
of the great ship, the Leviathan. They will be glad indeed to 
know that this ship is the first ship to give practical demonstra- 
tion of the possibility of combined ship and plane service on 
the oceans. This experiment is the forerunner of a _ service 
which will soon greatly reduce the time of transporting ocean 
mails. Ultimately,.I believe, we shall be able to work out a 
ship-and-plane service which can be used by a limited number 
of passengers under emergency conditions. 

“We have been engaged for some days in a study of this 
problem, and our aim is as soon as practicable to equip a num- 
ber of American ships on the Pacific as well as on the Atlantic 
ocean with suitable planes for the character of service outlined.” 

The feat of Chamberlin brings nearer to consummation plans 
of the Post Office Department that have been evolving for some 
time for the establishment of a regular ship-to-shore and shore- 
to-ship service for trans-Atlantic mail, according to Second As- 
sistant Postmaster-General W. Irving Glover. 

“The mail carried by Chamberlin was merely last-minute 
farewells of passengers who accepted the opportunity afforded 
them of using a unique service for another good-bye to friends 
ashore,” the department said. “It demonstrated the feasibility 
of the service, but in actual operation the plane would bring 
in mail from an incoming vessel in order to expedite it rather 
than an outgoing one. 

“One of the plans under consideration would attach to each 
trans-Atlantic liner an auxiliary airplane. The plane would 
remain on shore until the vessel was from 24 to 48 hours at 












ll of 


Dany 
ly to 
ping 
ar of 

the 
iary, 
‘ease 
e in- 
The 
tons 
and 


re- 

be- 
rlin 
t of 
one 
lane 
the 


ger 
ean 
who 


oud 
1 to 
tra- 

on 
vice 
ean 
ta 
ber 


this 


ntic 
2d.” 
ans 
me 
re- 
As- 


ute 
ded 
nds 
lity 
ing 
her 


ach 
uld 


August 6, 1927 





SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 


SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
209 South La Salle Street Chicago, III. 


SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., Gomoel Agents 
15 Moore Street New York, N. Y. 











11 Days Across 


the Pacific 
via Seattle 


and the Great Circle Track—the short route 
to the Orient. Build your businessin the Orient 
by prompt deliveries. Save insurance, too, be- 
cause of shorter period in transit plus high 
marine classification. Every fourteen days a 
sailing from Seattle for Yokohama, Kobe, 
Shanghai, Hong Kong, Manila. Through Bills 
of Lading issued to other ports. 









T. J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
1714 Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 








American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash., Vancouver, B.C. and Victoria, B. (on 
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GULF DACIFIC LANE 










PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled 







Te—HAVANA AND NEW YORK 
EASTBOUND SAILINGS 


From San Francisco From Los Angeles 











S. S. ECUADOR.........0000 August 20 August 22 
S. S. COLOMBIA........ September 17 September 19 
S. S. VENEZUELA .......... October 8 October 10 






Also regular sailings for Mazatlan, Manzanillo, Cham- 
rico, San Jose de Guatemala, mala, Acajutla, La Libertad, La 
nion, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama Ye South America and European Ports 


FFICES 
350 Marquette Bldg., Chi 2 Pine Street, San Francisce, Cal. 
10 Wiemever Sq., New Chieagg, I Y. 648 S. Spring St., Los Anaeien, Cal. 
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GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 






































BE "YOUR CUSTOMERS’ 
NEIGHBOR IN LOS ANGELES 

You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heartof the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 
1340-1356 East Sixth Street 


LOS ANGELES 


EASTERN REPRESENTATIVES: 
CROOKS TERMINAL WAREHOUSES 
417 W. Harrison St. 225 Broadway 
CHICAGO NEW YORK 
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sea and then catch it with last-minute mail and passengers. 
The ship would then carry the plane to within an equal distance 
from the European shore, when the plane would hop off with 
mail and passengers and beat the vessel to port. With such 
a service in operation it is estimated that the trans-Atlantic 
mail time could be cut to less than 72 hours. 

“This plan will involve considerable experimentation and 
development in the landing control of planes. If land planes 
are used each liner must be equipped with a superstructure 
long enough and wide enough to permit landing in stormy 
weather. If seaplanes are used, as preferred by postal officials 
now, the problem of hoisting them aboard ship in heavy seas 
will not be an easy one to solve.” 

A service charge on mail expedited as outlined must be 
levied and in making such a levy other countries must be con- 
sulted and arrangements made for imposition of the charge, the 
department said. This question will be taken up at a con- 
ference called by the International Bureau of the Universal 
Postal Union, which convenes at The Hague September 1, to 
discuss international air mail postage and transit rates as well 
as conditions of mailabilty. The United States will be repre- 
sented at this conference by Mr. Glover and Eugene R. White, 
Superintendent of Foreign Mails. 


SHIPOWNERS CONSIDER NEW PLAN 


The Traffic World New York Bureau 


Members of the American Steamship Owners’ Association, 
at an informal meeting, have discussed a plan for rehabilita- 
tion of the American merchant marine under private ownership 
and operation which is understood to have the approval of 
Senator Wesley L. Jones, who introduced a bill at the last 
session of Congress to provide for replacement of old tonnage 
and the construction of additional vessels for expansion of 
services, all to be designed with a view to possible use as naval 
or military auxiliaries in time of war and none to be sold with- 
out consent of Congress. 

The plan, while it provides for replacement and develop- 
ment along lines favored by both the shipbuilders and the Ship- 
ping Board, contemplates the construction of only such types 
of vessels as may be deemed necessary after an exhaustive 
survey of essential services, the new vessels to be of type, 
size and speed best fitted to meet the needs of the services in 
which they are to be operated. 

The program provides for federal aid to be given to pur- 
chasers of government services on the basis of payment for 
services rendered in transportation of mails,.thus avoiding ob- 
jections that might be raised against direct subsidies. It was 
indicated that the senator favored private ownership and that 
he supported the measure proposed at the last session of Con- 
gress for the building of new tonnage only because no definite 
plan for private ownership had been brought forward. 

It is possible that legislation may be introduced at the 
coming session of Congress embodying the provisions of the 
plan. It is taken for granted that aid on the basis proposed 
eannot be extended to all government services without discrimi- 
nation, inasmuch as some of these must of necessity be operated 
solely on a cargo basis rather than as combined passenger and 
cargo services which would admit of the carriage of mails on 
a definite schedule. 


REALLOCATION OF LINES 


A separation of two lines of ships now operated out of Gulf 
ports by the United Gulf Steamship Company and allocation to 
two independent operators was authorized by the Shipping Board 
Mugust 2. The Merchant Fleet Corporation is to make recom- 
mendations as to the selection of the operators of the lines, and 
the board will then act on them. It is believed the United Gulf 
will get one of the lines. 

The lines are the American Premier Line and the American 
Dixie Line. Both are cargo services. The American Premier 
Line operates from New Orleans and Texas ports and south 
Atlantic ports to the French Mediterranean, west coast of Italy, 
Adriatic, Levant, and north African ports east of Bizerta. This 
line has ten ships aggregating 81,765 deadweight tons. The 
American Dixie Line operates from New Orleans and Texas 
ports to United Kingdom and Irish ports. This line has 21 
ships aggregating 190,373 deadweight tons. 

The lines will be separated so far as New Orleans and Texas 
ports are involved and the tonnage will be divided as the trade 
from Texas and New Orleans warrants. 

Suitable arrangements for serving trades out of the different 
American ports with the several European ports now covered 
by both services will be made when the plan becomes effective. 


OCEAN AGREEMENTS APPROVED 


An agreement of the American Diamond Lines with the 
members of the West Coast of Italy Conference was approved 
by the Shipping Board August 2. By the terms of the agree- 
ment the American Diamond Lines is to observe the direct line 
rates established by the conference on shipments originating 


THE TRAFFIC WORLD 





Vol. XL, No. 6 






at north Atlantic ports of the Uinted States destined to west 
coast of Italy ports and transshipped at Antwerp or Rotterdam, 
and the conference is to furnish that carrier with copies of 
tariffs and supplements containing said rates. 

Further agreements were approved as follows: 


Amrican-Hawaiian Steamship Co. with Pacific Steamship Co.: 
Arrangement covering movement of shipments on through bills 
of lading from Atlantic coast ports to San Diego, Calif., via Los 
Angeles Harbor. The through rate is a combination of the local 
rates of the two carriers, the American-Hawaiian Steamship Co. 
assuming the cost of transfer and the inward wharfage charges 
at Los Angeles Harbor, while the Pacific Steamship Co. assumes 
the outward wharfage charge at the transfer port. 

American-Hawaiian Steamship Co. with Canadian government 
Merchant Marine, Ltd. Arrangement for through transportation of 
shipments from Atlantic coast ports of the United States to 
Vancouver and Victoria, B. C., on through bills of lading and at 
a combination of local rates of the participating carriers, each 
of which assumes 50 per cent of the cost of transfer at San Fran- 
cisco. The carriers also each assume the state tolls accruing at 
their respective piers at that port. 

American-Hawaiian Steamship Co. with Canadian Pacific Rail- 
way Co.: Arrangement covering movement of shipments on 
through bills of lading from United States Atlantic coast ports 
to Vancouver and Victoria, B. C., via Seattle, on a combination of 
the local rates of the participating carriers. The cost of transfer 
at Seattle and inward and outward wharfage charges at that port 
are assumed by the American-Hawaiian Steamship Co. 


ACTION ON VESSEL SALES 


The Shipping Board has rejected an offer of the Hawaiian 
Steamship Company to purchase the motor ship William Penn 
for the sum of $494,320. The William Penn is a motor ship of 
12,358 deadweight tons now in service on the Atlantic Australian 
Line, operating between New York and Australian ports. The 
board rejected the offer because it felt that the price was not 
adequate for the vessel, and for the additional reason that the 
ship was needed for the requirements of the fleet, the board 
announced. 

The board accepted the offer of the High Seas Transporta- 
tion Company of New York for the purchase of the Eastern 
Temple for the sum of $95,000, payment to be made on the terms 
of 10 per cent cash and the balance in ten equal annual in- 
stallments. The Eastern Temple is a steel cargo vessel of 5,541 
deadweight tons, now laid up at Norfolk, Va. 

A proposal to sell the American Palmetto Line, which 
operates a fleet of ten vessels between south Atlantic ports and 
European ports, will not be considered until after May 31, 1928, 
the Shipping Board has decided. To advertise the line for sale 
at this time, thé board decided, would disturb the movement of 
cotton from southern ports to Europe in the busy season, and 
interfere with service to shippers. 

The Shipping Board has approved sales of the Eastern 
Victor, a steel cargo vessel of 8,460 deadweight tons, to R. W. 
Malone, of Washington, D. C., for $186,000, and of the Western 
Glen and Westmead, of 8,645 and 8,541 deadweight tons, re- 
spectively, to the Oregon Steamship Corporation of Portland, 
Ore., for $285,000. The Eastern Victor, now laid up at Norfolk, 
Va., is to be used in the coastwise trade, The other two vessels 
are laid up at New York. 

In connection with approval of the sale of these vessels, 
the board adopted a resolution providing that the terms of 
payment on vessels that have been “broken out” and repaired 
shall involve a 25 per cent cash payment while on vessels taken 
directly from the laid-up fleet, a 10 per cent cash payment may 
be made. 


SHIPS IN INTERCOASTAL SERVICE 


The Shipping Board announmed August 2 that it had denied 
a request of the Intercoastal Conference that the board require 
membership in the conference as a condition precedent to sales 
of vessels likely to be operated in the intercoastal trade. 

The conference made its request in connection with the 
sale of three vessels to R. W. Malone, of Washington, D. C., on 
behalf of a steamship company that proposes to operate in the 
intercoastal trade. 

In stating its position to R. C. Thackara, chairman of the 
conference, the board said: 


While the board is sympathetic with conformity to practices 
which have the approval of that board, the board does not feel 
authorized to require membership in the Intercoastal Conference 
during the life of that conference as a condition precedent to such 
sales. 


Members of the conference, it is understood, fear rate cut- 
ting by lines not members of the conference and which use 
vessels bought from the board. 


TRANSFER TO FOREIGN REGISTRY 
The Shipping Board has authorized the Union Steamship 
Comapny, of Los Angeles, to transfer the American steam tanker 
Coalinga to Italian registry, in order that it may be sold to 
Ditta Luigi Pittaluga Vapori of Genoa, Italy. The authorization 
to make this transfer, however, is made under the stipulation 
that the vessel will not be used for trade with the ports of 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 


FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


*Differential Rates from Philadelphia and Boston 
MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Branch, Otias 
Chieoee, St. Louis, Pi ttebureh, ieee 
adelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 




























2 | Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 


Coast Ports, Hawaii and the Far East 
Fer rates, dates of sailings and other information apply te 


WILLIAMS STEAMSHIP CO., Inc. 


Moore atti ~ tage Streets, New York, Telephone Bowling Green 7394 


“eae oe —, ty tae Bay Yl 
etc. 


And at our Branch Offices at Stunde 
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Picpor™ | 
15 days 


Itinerary: New York—Havana—Panama 
Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 


Passengers automobiles accepted un- 


crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 


Proposed Sailing Dates 


Eastbound from 
Westbound from New York San Franciseo=-Les Angeles 


Ready reenit..  SS.Mongolia Aug. 18 SS.Finland Aug. 13 Aug. 15 
January. 1928. SS.Finland Sept. 8 SS. Manchuria Aug. 27 Aug. 29 
uilt liner. SS. Manchuria Sept. 22 S.S.Mongolia Sept. 10 Sept. 12 


PANAMA Paciric LINE 


INTERNATIONAL MERCANTIES MARINE COMPANY 


Pier 61 North River, Cc. 1 Broadway, N. Y. ©. 

(W. 28rd 8t.) Tel. Gnilses "6760 Tel. Bowling Green 8800 

Chicago, 327 So. La Salle St. Bosten, 84 Street 

Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bids. 
San Francisco, 60 California St. Los Angeles, Central Bidg. 





Cuba-Mexican Gulf Ports 


FREIGHT SERVICE 
Sailings from New York 


FOR HAVANA— Weekly Express service every 
Saturday. Cuban ports—Weekly service for Santiago 
every Thursday. Fortnightly service for Cienfuegos, 
Guantanamo and Manzanillo alternate Thursdays. 
Sailings to other Cuban ports as freight offers. Mexi- 
can Ports—Weekly service to Vera Cruz and Tam- 
pico every Thursday. To Progreso fortnightly service 
alternate Thursdays. To Puerto Mexico, monthly 
service. 


Sailings from Philadelphia 


For Havana, Tampico and Puerto, Mexico— 
Monthly service. 


PASSENGER SERVICE 


Express sailings every Saturday to Havana on steamers 
“Orizaba” and “Siboney.” Steamers “Monterey” and “Mexico” 
furnish fortnightly service on Thursdays to Progreso, Vera 
Cruz, Tampico, Mexico. Ten and seventeen day cruises to 
Havana; Special round trip fares and rail-water circle tours to 
Mexico City in effect the year around. 


New York AND Cusa Matz S. S. Co. 


WARD LINE 


Pier 13, Foot of Wall St., New York City 
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continental United States after its first outward voyage, and also 
that the Union Steamship Company will execute an agreement 
with the Shipping Board making a definite commitment that a 
new tanker of not less than 12,000 deadweight tons of the most 
up-to-date and modern type be constructed in an American 
shipyard. 


SHIP SCRAPPING PLANS . 


The Shipping Board has decided to take final action August 
9 on the proposed program of selling 129 ships for scrapping 
purposes. 


AMERICAN MERCHANT VESSELS 


Applications of the Southgate Marine Corporation of Nor- 
folk, Va., and the Cavalier Steamship Company of Norfolk, Va., 
for allocation to them of five cargo ships operated by the 
American Merchant Lines have been rejected by the Shipping 
Board. The Board affirmed a previous decision against reallo- 
cation of the vessels which are operated by J. H. Winchester & 
Company of New York. 


DALTON GOES TO EUROPE 


President Dalton, of the Merchant Fleet Corporation, sailed 
on the Leviathan August 1, for a tour of inspection of the Euro- 
pean offices of the corporation. He was accompanied by David 
A. Burke, general manager of the United States Lines. Changes 
in the European organization of Shipping Board activities may 
result from the trip. 


NEW SOUTHERN PACIFIC BOAT 
The new passenger and freight steamship of the Southern 
Pacific Steamship Lines (Morgan Line) was Iaunched July 29 at 
the yards of the Federal Shipbuilding and Dry Dock Company, 
Kearny, New Jersey. The sponsor was Mrs. Lewis J. Spence, 
wife of the executive officer of the Southern Pacific Company. 
The ship was named “Dixie.” 


AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Company announces hav- 
ing added the Nebraskan and the Nevadan to its fleet of twenty- 
one steamers and motorships, making twenty-three ships in 
service between the Atlantic and the Pacific through the Panama 
Canal, sailing from both coasts every four days. The Nebraskan 
and the Nevadan are high-class oil-burning freighters. In 
scheduling the fleet, some of the ships will sail on three-day in- 
tervals, which will then aflord two sailings a week to California 
ports and a seven-day interval to the ports on the north Pacific. 
At no time will the sailings be less frequent than every four 
days to California ports and every eight days to the north 
Pacific ports. 


PARCEL POST REGULATIONS 


Effective August 1, the weight limit for parcel post pack- 
ages for Brunei and for the Bahama Islands became 22 pounds. 

Effective at once, parcel post packages weighing more than 
11 pounds but not more than 22 pounds for shipment to Sierra 
Leone will be subject to a transit charge of $1.68, in addition 
to the postage rate of 14 cents a pound or fraction of a pound. 

Effective September 1, 1927, the weight limit applicable to 
parcel post packages addressed to Italy (including Fiume) and 
the Italian possessions listed on page 312 of the current Postal 
Guide will be increased from 11 pounds to 22 pounds, and parcel 
post packages destined for the places mentioned will be subject 
to the postage rate of 14 cents for each pound or fraction 
thereof, plus transit charges ranging from 10 to 90 cents, in- 
clusive. 


CONDITION OF EQUIPMENT 


Class I railroads on July 15 had 9,240 locomotives in need 
of repair, or 15.1 per cent of the number on line, according to 
reports filed by the carriers with the car service division of the 


American Railway Association. This was an increase of 481 
compared with the number in need of repair on July 1, at which 
time there were 8,759, or 14.3 per cent. Of the total number 
of locomotives in need of repair on July 15 5,128, or 8.4 per cent, 
were in need of classified repairs, an increase of 273 compared 


with July 1, while 4,112, or 6.7 per cent, were in need of running 


repairs, an increase of 208 compared with the number in need 
of such repairs on July 1. Serviceable locomotives in storage 
on July 15 totaled 6,463 compared with 6,219 on July 1. 

Freight cars in need of repair on July 15 totaled 145,118, or 
6.3 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 3,685 cars above 
the number reported on July 1, at which time there were 141,- 
433, or 6.2 per cent. It also was a decrease of 22,304 cars 
compared with the same date last year. Freight cars in need of 
heavy repair on July 15 totaled 105,642, or 4.6 per cent, an in- 
crease of 3,157 compared with July 1, while freight cars in need 
of light repair totaled 39,476, or 1.7 per cent, an increase of 
528 compared with July 1. 
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MEN IN TRANSPORTATION 


Short line railroads are convinced that they were shabbily 
treated by the Railroad Administration in the days of McAdoo 
and Payne. Nevertheless, it was that treatment that unified 
them and made them fight, effectively, in a body, as they had 
not theretofore fought, for what they deemed to be their rights. 
Though they were unsuccessful in their efforts to have those in 
charge of the Railroad Administration at the time recognize 
that the short lines constituted a necessary part of the trans- 
portation system of the country, they later obtained a measure 
of relief from Congress. Unquestionably, the short lines, as 
the result of having been excluded, with some exceptions, from 
federal control, have obtained a hearing before the public such 
as would not have been possible if they had been taken over 
with the other roads for the entire period of federal control. 

Ben B. Cain, vice-president and general counsel of the 
American Short Line Railroad Association, and vice-president 


BEN B. CAIN 


of the Gulf, Texas & Western Railway Company, was sitting 
in his office in Dallas, Tex., in the early part of 1918, when 
remarks of William G. McAdoo before a congressional committee 
came to his attention. He had assumed that the government 
included the short lines when the railroads were taken over 
as a war measure. The McAdoo statement, however, was to the 
effect that the government might as well think of taking cripples 
into the army as to think of taking over the short lines. That 
brought Mr. Cain to Washington and he has been there ever 
since. 

With Bird M. Robinson, president of the American Short 
Line Railroad Association, and other representatives of the short 
lines, Mr. Cain went to work to put the case of those lines 
before the country. The lines had been partially organized 
before the period of federal control, but the attitude of the 
Railroad Administration caused the creation of the nation-wide 
organization of the American Short Line Railroad Association. 

Problems of the short lines came to the front in the period 
of federal control. They were considered in the framing of the 
transportation act. They are under consideration now in con- 
nection with proposed railroad consolidation legislation and 
railroad control and unification cases before the Commission. 
Cast out and spurned in the early days of federal control, the 
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ESTABLISHED 1911 


A. Group of Warehouses in the Principal Distributing Centers 

















Financially Responsible Ideally Located to Serve All Territories 
Thoroughly Experienced in All Details of Merchandise Distribution 
We will be pleased to furnish shippers with rates and all other information 


of interest in connection with the handling of 
their accounts in any city 


A directory showing in detail facilities of all warehouses available upon request 

For further information write our nearest representative 

W. H. EDDY, Western Representative 
53 W. Jackson Blvd., Room 1010 


Phone Harrison 1496 
Chicago, IIl. 
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A PROVEN LOCATION— EFFICIENT AND RELIABLE 


CHICAGO’S BIG DOWNTOWN WAREHOUSE 


“At the Edge of the Loop” 
CLEAN, AIRY, WELL-LIGHTED FLOORS 
Stocks carried for local and out-of-town concerns 
Pool cars distributed 
Rail shipments anywhere without cartage expense 
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Warehouse Space and Offices to Lease 
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WESTERN WAREHOUSING COMPANY 
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short lines are on the way to having accepted their contention 
that provision must be made for inclusion of necessary short 
lines in consolidations, mergers, and unifications of larger lines. 
A fruit of their efforts was the declarations of responsible 
officials of the applicants in the Van Sweringen-Chesapeake & 
Ohio and the Loree southwestern control cases that, in such 
systems, when unified, would be included short lines that the 
Commission might say should go in. If and when the Commis- 
sion permits further unification of main lines into larger sys- 
tems, the short lines will be in position to take another step 
in the direction of ultimate absorption of such lines by large 
systems. 

Mr. Cain’s railroad experience goes back to the days when 
the narrow-gauge railroad was. believed to be the thing in the 
southwest. The first money he earned was invested in a narrow- 
gauge line from Tyler to Lufkin, Tex., about 90 miles long. 
Born in Wetumpka, Ala., in the early sixties, he moved to Texas 
when he was nine years old. He began the practice of law 
at Tyler, Tex. It was at that time that he became identified 
with the narrow-gauge line referred to—the Kansas & Gulf. 
This line was built in the early eighties. It connected with 
the old Texas & St. Louis narrow-gauge road. Later changed 
to standard gauge, it is now the Lufkin branch of the Cotton 
Belt System. Mr. Cain became district attorney in Texas for 
the St. Louis, Arkansas & Texas, and he also served as local 
attorney for the International & Great Northern. Out of pro- 
posed rail projects in Texas along about 1900 came the Gulf, 
Texas & Western. Mr. Cain had charge of the construction 
of this line of railroad.-when it was built from Salesville to 
Seymour, Tex., a distance of about 100 miles. Under trackage 
agreements the road gets into Weatherford, Tex. ‘This line was 
built with the expectation of extending it to Lubbock and south- 
east to the Gulf of Mexico. While the 100-mile line was being 
built, homesteaders in covered wagons sought lands for settlement 
in the territory to be served, driving on a roadway constructed by 
the builders of the railroad. Members of the interstate commerce 
committees of Congress have heard of Mr. Cain’s experiences 
in connection with this road when he has appealed to them in 
support of what he believed to be a “square deal’ for necessary 
short lines. As the legal advocate for the short lines, he 
presents their case in the light of direct contact with practical 
phases of construction and operation dating back to the time 
when it was the dream of some that narrow-gauge lines would 
be a part of the transportation system of the country. 


Personal Notes 





Wade Coffman has been reappointed for a term of six years 
to the West Virginia commission and has been designated as 
chairman. . 

J. W. Somerville has resigned as vice-president and general 
manager of the Finkbine-Guild Transportation Company, oper- 
ating the Redwood Line between Gulf and Pacific ports, and 
E. L. Throgmorton, traffic manager, has been appointed acting 
manager. 

Paul Nolze, manager of the freight office of the North Ger- 
man Lloyd, at San Francisco, announces the appointment of 
F. F. Allen as general freight agent. Mr. Allen previously held 
the same title with Struthers & Barry. 

The fourth annual field day and luncheon of the New River 
‘Coal Operators’ Association will be held at the White Oak Coun- 
try Club, near Mount Hope, W. Va., August 6. A golf tournament 
will be held, beginning in the morning. Luncheon will be served. 
Among those expected to be present are the following: Harry 
L. Gandy, executive secretary, National Coal Association; Major 
L. Rodman Page, president, Smokeless Coal Operators’ Asso- 
ciation; R. N. Begian, vice-president in charge of operation, C. 
& O.; A. T. Lowmaster, general superintendent of transportation, 
C. & O.; W. J. Jenks, vice-president, Norfolk & Western; and 
S. M. Adsit, traffic manager, Virginian Railway. 

Alfred H. Haag, acting director of the bureau of research 
of the Shipping Board, has been appointed director of the bureau. 
George Parson, who has held the position of examiner in the 
bureau of operations of the Shipping Board, has been made act- 
ing director of the bureau. A. S. Morrison has been appointed 
special assistant to Chairman O’Connor, of the Shipping Board. 

Clinton Woodring has been appointed traveling freight agent 
at Seattle of the Missouri-Kansas-Texas. 

B. F. Bush, chairman of the board of directors and former 
president of the Missouri Pacific, died at St. Louis July 29. He 
was 67 years old. Death was due to cerebral arteriosclerosis. 

J. W. Smith, general manager, Indiana Belt, has resigned, 
effective August 15, to become general manager of the Boston 
& Maine. 

R. D. Williams has been appointed assistant freight traffic 
manager, Western Pacific, at San Francisco, succeeding Bode 
K. Smith. John C. Stone has been appointed assistant general 
freight and passenger agent at Sacramento 
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The following appointments have been made at San Fran- 
cisco on the Sacramento Northern Railway and the Tidewater 
Southern Railway: H. K. Faye, freight traffic manager; R. D. 
Williams, assistant freight traffic manager; J. D. Mansfield, 
general freight agent; J. F. Bon, assistant general freight agent; 
and B. F. Nevins, general live stock agent. Eugene Fox has 
been appointed vice-president in charge of traffic, of the Sacra- 
mento Northern. 

D. Kastrup has been appointed commercial agent, C. B. & 
Q., at Scottsbluff, Neb. 


DOINGS OF THE TRAFFIC CLUBS 


The first regular dinner meeting of the newly organized 
Rose City Traffic Club (Portland, Ore.) was held aboard the 
steamship Rose City July 22. J. K. Mulkey, chairman of the 
meeting, spoke of the work before the organization in giving 
the traffic representatives of rail, water, air, and highway op- 
portunities to discuss their difficulties and the means of cor- 
recting them. Captain Westerberg and Hillman Lueddemann, 
agent, McCormick Steamship Company, at Portland, provided a 
chicken dinner for the 70 present. The club was organized June 
21. H. L. Hudson is president and W. O. Roberts is secretary- 
treasurer. 





The Indianapolis Traffic Club will hold its annual stag picnic 
at Horseshoe Lodge August 11. Special bus transportation will 
be provided, leaving the Harris Transportation Company garage 
at 1:15 p.m. An elaborate program of entertainment, including 
games and contests, has been arranged. 





The Chattanooga Traffic and Transportation Club held a 
meeting at the Hotel Patten August 2. A program of enter- 
tainment was provided by the N. C. & St. L. and the nominating 
committee named two tickets to be voted on later. 





The Joplin Traffic Club held a joint “get-together” meeting 
with the Joplin Rotary Club at Broadlawn Inn July 28. J. G. 
Carlisle, general freight agent, Missouri Pacific, was the prin- 
cipal speaker. His subject was “The Evolution of Transporta- 
tion.” John J. Harutun, traffic manager, Wilhoit Refining Com- 
pany, spoke on “Traffic Clubs.” Entertainment included group 
singing and special music. 





The Oakland (Calif.) Traffic Club held its first regular busi- 
ness meeting at the Athens Club July 26. There was an at- 
tendance of forty. By-laws, presented by a committee, were 
discussed and adopted. The president, J. B. Yates, of the Mis- 
souri Pacific, appointed his committees and announced that the 
next meeting would be held at the Athens Club August 16, at 
which time a speaker would discuss a topic of interest to the 
traffic men of Oakland. 





The Pacific Traffic Association held a luncheon at the Com- 
mercial Club, San Francisco, August 1 in honor of Emory B. 
Bronte and Earnest Smith, Hawaiian flyers. 





The Cleveland Traffic Club will hold its annual outing at 
‘Cedar Point, O., August 22. The steamship “Good Time” will 
furnish transportation, through the courtesy of the C. & B. 
Transit Company. Dinner will be served at the Hotel Break- 
ers, at Cedar Point, and luncheon on board the steamship, re- 
turning. The program will consist of music, other entertain- 
ment, and aquatic sports. C. M. Dilworth, traffic manager, 
Andrews Furniture Storage Company, will be in charge. 





The St. Louis Traffic Club held its annual outing at the 
Riverview Country Club July 26. W. R. Huey, president of the 
club, and J. C. Sartelle were in charge of arrangements. The 
railroad men won the ball game, defeating the shippers 1 to 0. 
Trapshooting, golf and horseshoe pitching were part of the pro- 
gram. There were 96 entries in the various golf events. Swim- 
ming contests and races of various kinds were held. The ladies 
entertained at bridge in the afternoon. Dinner was served to 500 
members and guests and was followed by dancing. 





The Traffic Club of Sioux City will hold its annual picnic 
at Riverside Park August 14. There will be a baseball game 
between the industrial and railroad men, a picnic dinner, and 
numerous games and contests. Prizes will be awarded winners 
in the various events. Carl Hacker is chairman of the com- 
mittee in charge. 





The Traffic Club of Newark will hold its first meeting of 
the season September 12. The annual outing will be held Sep- 
tember 15 at Mazdabrook, Parsippany, N. J., through the cour- 
tesy of the Edison Lamp Works, of the General Electric Com- 
pany. Entertainment will include golf, swimming and tennis. 





The Transportation Club of Louisville will hold its annual 
outing at the Audubon Country Club August 23. Golf, a base- 
ball game bétween shippers and carriers, and other amusements 
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will furnish entertainment in the afternoon. There will be din- 
ner and dancing in the evening. Luther M. Walter, of Chicago, 
general counsel of the National Industrial Traffic League, and 
General James Tandy Ellis will speak at the dinner. The annual 
dinner will be held at the Brown Hotel September 13, in con- 
nection with the meeting of the Ohio Valley Shippers’ Advisory 
Board. . 





The Cincinnati Traffic Club has ratified the resolution per- 
taining to industrial waste adopted by the Associated Traffic 
Clubs of America at its Memphis meeting. 





The Women’s Traffic Club of San Francisco, having ad- 
journed for the vacation period, held a luncheon and bridge 
party at the Hotel Mark Hopkins July 23. Forty-four members 
and guests were present. 


LUMBER SHIPMENTS 


Reports received August 4 by the National Lumber Manu- 
facturers’ Association from 348 of the leading softwood lumber 
mills of the country, and 132 hardwood mills, indicated a slight 
expansion of business last week as compared with the preceding 
week. The slight nominal decrease in reported new softwood 
business was offset by the fact that fewer mills reported for last 
week. On the other hand 16 fewer hardwood mills reported a 
gain of about 20 per cent in new business. As compared with 
the same week a year ago, the softwood mills increased their 
production but lost in new business, while the hardwood mills 
increased production slightly, fell off in shipments, and gained 
in new business. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, fegional associations, for the three weeks indicated; 
000’s omitted: 


Corresponding Preceding Wk., 


Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

BEE Vea robee vues 333 132 331 128 344 148 
Production . . 243,280 20,009 226,251 19,662 243,152 21,449 
Shipments . -234,580 18,739 234,599 21,437 233,070 19,438 
Orders - - 223,513 22,628 227,513 19,290 225,132 18,546 


CAR HIRE HEARING 


The hearing at Chicago in docket 17801 and consolidated 
cases, rules for car-hire settlement, came to a close July 29. 

A. G. Nutt, freight agent of the Illinois Northern, was the 
last witness. He said he believed there was a saving in the 
cost of accounting under the Birmingham Southern rule, as 
against the statement of Mr. Wasson and others appearing for 
the trunk lines and the carriers grouped with them to the effect 
that that basis was a source of additional accounting expense 
and otherwise a source of inefficiencies and perplexities. He 
said that, since 1907, the traffic of the proprietary industry of 
the road, the International Harvester Company, had not ex- 
ceeded a third of the total of the roads business and that, 
since then, that percentage had been steadily decreasing. In 
the last six months of 1925 it was only a little over 27 per cent, 
he said. He testified as to the earnings of the road, the amount 
of demurrage paid by the International Harvester Company, 
and the expense of policing demurrage. 

While it, apparently, was the Commission’s intention to 
limit the general investigation to the question of car-hire, the 
Chicago industrial roads were persistent in their efforts to get 
into the record facts concerning divisions, rates, and earnings, 
which they considered pertinent. Their position was that, 
about 1915, the trunk line carriers had taken away their re- 
claim on per diem paid on interterminal service without allow- 
ing them additional revenue in any other way to compensate 
for that loss. The chief point of controversy seemed to be as 
to whether, if the industrial roads were put back on a per diem 
basis, they would receive reclaim on the interterminal service. 

Following the introduction of testimony by the carriers, 
several of the witnesses ‘were recalled by Director Bartel and 
Examiner Rice for interrogation and to introduce into the 
record statistical and other matter desired by the Commission. 


OHIO RIVER SYSTEM 


A study of transportation methods and facilities on the Ohio 
‘River system has been completed and a report issued thereon 
by the board of engineers for rivers and harbors of the War 
Department in co-operation with the bureau of operations of the 
Shipping Board. 

The Ohio River and its tributaries are now being improved 
for navigation by numerous projects which have been author- 
ized by Congress. The study shows substantial increases in re- 
cent years in the volume of tonnage carried on the Ohio River 
proper and on the entire Ohio River system. For the latter, the 
record figure of 48,000,000 tons of cargo was given for the year 
1925. This was about 6,000,000 tons greater than the movement 
in 1920, the previous record year, when the total stood at 42,- 
000,000. On the Ohio River proper some 16,000,000 tons of cargo 
were transported in 1925 as compared with 13,000,000 tons in 
1905, the previous record. 
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Coal is by far the most important commodity transported 
over this river system. Oil and steel products are of growing 
importance but, according to the report, will scarcely show 
marked increases until after the completion of the Ohio River 
project, for much of this traffic will move between Ohio and 
Mississippi River points over sections not now navigable 
throughout the year. Pending completion of the improvement, 
the report declares, it would be premature for steel and oil com- 
panies to expend a large amount of capital in terminals and 
floating equipment that could only be used at short intervals in 
the year. 

The report shows comparisons of the carriage of goods by 
water over the Ohio River route and by railroad over routes 
comparable to this water route. In 1923 the commerce on the 
river was 23,560,000 tons, while the tonnage on the Monongahela 
railway was 13,084,000 tons, or a little more than half. The 
average haul on the river was 42 miles, as against 32 miles on 
the railway, so that the river’s ton-miles of traffic (the total ton- 
nage multiplied by the actual miles carried) was 989,500,000 as 
against 420,000,000, in round numbers, for the railway, according 
to the report. 

The conclusion to the report states that the terminals now 
in existence are adequate for the larger share of the commerce 
on the river sysem. 

“The large industrial, mining, and public utility companies, 
which are responsible for the major portion of the traffic,” it 
says, “are continually endeavoring to reduce unit costs of han- 
dling. When desirable they can secure the necessary rail con- 


nections. As regards packet boats and other common carriers, : 


it is believed that a very great increase will follow the comple- 
tion of the canalization project. For this class of carrier reg- 
ular scehules and dependable service are essential.” 


EASTERN WAGE INCREASE 


A flat wage increase of 7% per cent, totaling $6,500,000 
annually, is granted by twenty eastern railroads to 30,000 engi- 
neers of steam and electric locomotives in an agreement be- 
tween representatives of the Brotherhood of Locomotive Engi- 
neers and the Conference of Eastern Managers. 

The agreement was brought about through the efforts of 
Wallace W. Hanger, of the United States Board of Mediation. 
The increase is effective August 1 for one year. It is based 
on awards rendered within the last year by boards of arbitra- 
tion to other classes of railroad workers. The increase is to 
hold beyond*the one-year period if notice of discontinuation of 
agreement is not given thirty days prior to the expiration of 
the contract. 

The agreement was reached after negotiations lasting two 
weeks. The committee representing the railroads was headed 
by John G. Walber, vice-president of the New York Central. 
The brotherhood was represented by a committee headed by 
Albert Johnston, grand chief of the brotherhood. Minor adjust- 
ments of rules were also included in the agreement. 

The twenty railroad systems in the east included in the 
other agreements represent fifty-four lines. There are some 
20,000 other engineers on these lines who are expected to profit 
by the agreement. 

The agreement is in line with similar increases granted 
recently to trainmen, conductors, firemen, baggage and flag men. 


CLEVELAND AIR EXPRESS SERVICE 


On or about September 1 the American Railway Express 
Company will establish an airplane operation for express parcels 
between Cleveland and New York, and between Cleveland and 
Chicago and Moline, Ill.; St. Joseph and Kansas City, Mo.; 
Wichita, Kan.; Ponca City and Oklahoma City, Okla.; Fort 
Worth and Dallas, Tex., according to Frank H. Baer, transporta- 
tion commissioner of the Cleveland Chamber of Commerce. 
Tentative schedules providing for about five and one-half hours 
between Cleveland and New York, three hours between Cleve- 
land and Chicago, and sixteen hours between Cleveland and Dal- 
las, the furthermost point, have been received by the chamber, 
said Mr. Baer. 


RAIL WAGES AND LIVING COST 


In a graph and tables of figures showing the compensation 
of railroad workers and the cost,of.living, based on the figures 
of the Interstate Commerce Commissién and the United States 
Department of Labor, prepared and just issued by the Bureau 
of Railway Economics, it is shown that the wages of the railroad 
workers have gone up much farther than the cost of living, since 
1915. The table shows that the actual compensation of workers, 
excluding officers, on the annual basis, has gone up from al 
average of $810.52 to $1,660.72, in the first quarter of 1927, OT, 
stated in another way, that the annual wage was 205 per cent 
of the wage of 1914. 

On the hourly basis of compensation the wage has gone UD 
from 26.1 cents to 64.9 cents, or 249 per cent. 

The Department of Labor’s cost of living index figure, for 
the last quarter of 1926, was 170.5 per cent, as compared with 
100 per cent in 1915. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 


will give his opinion in answer to any si - question relating to the law 


of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to the place of the traffic man but to 
help him in his work. : : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Demurrage 

Pennsylvania.—Question: Referring to I. C. C. 1855, Na- 
tional Car Demurrage Rules, rule 3, section c, paragraph 1, it 
is found that “On cars held for unloading time will be computed 
from the first 7 a. m. after placement on public delivery tracks, 
and after the day on which notice of arrival is sent or given 
consignee.” However, the rule in question carries a note 
which reads: “On cars subject to rule 4, section D, time will 
be computed from first 7 a. m., following removal by consignee 
of any part of contents of the car.” 

On referring to rule 4, section D, we find it reads: “In all 
cases where any part’ of the contents of a car has been removed 
by the consignee prior to the sending or giving of required 
notice, such removal shall be considered as a notice of arrival.” 

The case we have in mind is a carload arriving June 19, 
placement effected 5:30 p. m., same date. The carrier’s clerks 
have left for the day and postal arrival notice is sent June 
20, 9 a. m., but in the meantime we, as the consignee, remove 
part of the load at or around 6 a. m., June 20. In assessing 
charges for car service on this car the carriers take the position 
that the removal of part of contents constitutes notice and 
that free time starts immediately following 7 a. m. of same date, 
or, in other words, time starts 7 a. m., June 20, and expires 
7 a.m., June 22. On the other hand, we take the position we are 
entitled to 20th, 21st and 22d as free time, taking the position 
that consignee is entitled to free time arrival notice date with 
the forty-eight hours’ free time per the reading of rule 3, section 
C, regardless of note to that rule, which, in our opinion, 
strengthens rule 3 rather than weakening the rule, as there is 
nothing in any part, that we can see, that goes as dar as de- 
fining what is a day. 

Now you will see the point we are trying to make is that 
rule 3, which specifies plainly after the date of notice, the date 
of notice in the instant case is the 20th and, in so far as the day 
itself is concerned, the day extends midnight to midnight, not 
7 to 7 a.m. Will you kindly let us have your opinion? 

Answer: It is our opinion that under the provisions of the 
note which is a part of section C-1 of rule 3 of Agent B. T. Jones’ 
I. C. C. 1855, free time must be computed from the first 7 a. m. 
following the removal by the consignee, of any part of the con- 
tents of the car, which in the instant case would be from 7 a. m. 
June 20, the free time expiring 7 a. m. June 22. 

In section A-1 of rule 2 it is provided that 48 hours (2 days) 
free time will be allowed for loading or unloading commodities. 
Under the provisions of rules 3 and 4, which are applicable to 
the instant case, it is not necessary, so far as we can see, to 
define what constitutes a day, although section A-1 of rule 2 
does, in effect, define what constitutes a day. Section C-1 of 
rule 3 states from what time the free time is to be computed 
and section: A-1 of rule 2 provides the period of free time to 
be allowed for unloading a car from which any part of the 
contents has been removed by the consignee prior to the send- 
ing or giving of the required notice of arrival. 


Limitation of Actions—Misroute 


Tennessee.—Question: We have been advised by a south- 
ern carrier that in accordance with Senate bill S-2704 subsequent 
decisions of the Commission and advice received from their legal 
department claims for misrouted shipments are barred by statute 
of limitations unless they are presented prior to two years after 
the cause of action arose. 

We would appreciate it very much if you would advise us 
whether or not this. is correct, as our understanding was that 
these claims were considered straight overcharge claims and 
that a four-year statute of limitation was proper. 

Answer: Subdivision B, of paragraph 3, of secion 16, of the 
interstate commerce act provides that all complaints against 
carriers subject to this act, for the recovery of damages not 
based on overcharges shall be filed with the Commission within 
two years from the time the cause of action accrues, and not 
after, subject to subdivision D. Subdivision D is not relevant 
to this question. 

Unless damage resulting from misrouting constitutes an 
overcharge, for the recovery of which under subdivision C of 
paragraph 3 of section 16 of the act, which provides for a period 
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of 3 years for the bringing of an action at law or the filing of 
a complaint with the Commission, a complaint must be filed 
with the Commission within the two years provided for in sub- 
division B, above referred to. 

In so far as shipments moving during the period of federal 
control are concerned, the Commission has held that damage 
resulting from misrouting does not constitute an overcharge 
within the meaning of section 206-C of the transportation act 
1920, as amended February 24, 1922, and would no doubt hold 
that damage resulting from misrouting does not constitute an 
overcharge within the meaning: of subdivision B of paragraph 
3,of section 16 of the act. 


Evidence—Where Notice of Claim Not Given 


North Carolina.—Question: I have before me a bill of lading 
dated November 24, 1926, covering shipment of four barrels of 
a certain commodity. Upon arrival of this shipment at des- 
tination it was one barrel short, the remainder of the shipment 
having arrived in good condition. Through some manner the 
claim for the shortage was not filed until July 13, 1927, and it 
has been declined by the railroad company, with the statement 
that it is barred by the terms and conditions of the standard 
bill of lading contract, section 2, paragraph B, which in effect 
provides that as a condition precedent to recovery that claim 
shall be filed in writing with the originating or delivering car- 
riers within 6 months after delivery of the property or after 
a reasonable time for delivery has elapsed. 

Section 20 of the interstate commerce act provides: 


That if the loss, damage or injury complained of was due to care- 
lessness or negligence while the property was in transit or while the 
property was being loaded or unloaded or was due to unreasonable 
delay in transit or in loading or unloading, then no notice of claim 


or filing of claim shall be required as a condition precedent to 
recovery. 


It seems to me that if one barrel of this consignment is 
lost that the reasonable presumption is, without a contrary show- 
ing, that the carriers were negligent and that no notice of claim 


or filing of claim should be required as a condition precedent to 
recovery. 


I would be glad to have your views as to whether or not 
the courts have passed upon this matter and whether or not 
the actual loss of the article and the notation on the freight 
bill to this effect would not constitute a valid notice that claim 
might reasonably be expected. 


Answer: The provision of section 20 of the act, as quoted 
above, is in accordance with the amendment of section 20 of 
the act of March 4, 1927. 


In its decision in C. & O. Ry. Co. vs. Thompson Manufac- 
turing Co., 270 U. S. 416, the Supreme Court of the United 
States had before it the question you raise. 


With respect to the provisions of section 20 of the act which 
governed, prior to the amendment of March 4, 1927, in its de- 
cision in the above referred to case the Supreme Court said: 


We do not consider that the phrase “carelessness or negligence” 
of the carrier, as used in the Cummins amendment in exempting 
shippers from giving written notice of a claim for damage, has any 
reference to the conclusive “presumption” to which we have referred. 
If such were the meaning of the statute, every case of carrier's 
liability for damage in transit would be a case of presumed negli- 
gence, and proof of written notice of claim for damage required by 
the bill of lading would always be dispensed with, and the plain 
purpose of the amendment would be defeated. We think that by 
the use of the words “carelessness and negligence” it was intended 
to relieve the shipper from the necessity of making written proof of 
claim when, and only when the damage was due to the carrier's 
actual negligent conduct, and that by carelessness or negligence is 
meant not a rule of liability without fault, but negligence in fact. 
See Barrett vs. Van Pelt, supra. 

There is no language in the statute from which a purpose may 
be inferred to vary or limit the common law rules governing proof 
of negligence as a fact in issue, and the shipper may follow these 
rules when he seeks to show that no notice of claim was necessary. 

The respondent therefore had the burden of proving the carrier's 
negligence as one of the facts essential to recovery. en he intro- 
duced evidence to show delivery of the shipment to the carrier in 
good condition and its delivery to the consignee in bad condition, 
the petitioner became subject to the rule applicable to all bailees, 
that such evidence makes out a prima facie case of negligence. Miles 
vs. International Hotel Co., 289 Ill. 320; Miller vs. Miloslowsky, 153 
Ia. 135; Dinsmore vs. Abbott, 89 Me. 373; Railroad Co. vs. Hughes. 
94 Miss. 242, 246; Hildebrand vs. Carroll, 106 Wis. 324. The effect 
of the respondent’s evidence was, we think, to make a prima facie 
case for the jury; See Sweeney vs. Irving, 228 U. S. 233; Haines Vs. 
Shapiro, 168 N. C. 34, 35; Sims vs. Roy, 4 App. D. C. 496, 499. But 
even if this “prima facie case” be regarded as sufficient, in the ab- 
sence of rebutting evidence, to entitle the plaintiff to a verdict, 
(Bushnell vs. Fuller, 89 Me. 600, 602, 603; Cogdell vs, Railroad, 13! 
N.C. 852), the trial court erred here in deciding the issue of negli- 
gence in favor of the plaintiff as a matter of law. For the petitioner 
introduced evidence of the condition of the cars from the time of 
shipment to the time of arrival, which persuasively tended to exclude 
the possibility of negligence. 


It will be observed from what the Supreme Court says that 
the production of evidence to show delivery to the carrier in 
good condition and its delivery to the consignee in bad co2- 
dition makes out only a prima facie case of negligence, which 
prima facie case may be rebutted by the carrier. 

In our opinion, no change has been made in the provisions 
of section 20 of the act by the amendment of March 4, 1927, 
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PUEBLA © Design 


From VERA CRUZ 
The Only Standard Gauge Line MEXICO CITY 


The Short Line in Distance | 23 Hours NEW YORK—Ward Line . 
The Short Line in Time of Transit To: PACHUCA NEW ORLEANS—Cuyamel Line 


PUEBLA —20 Hours NEW ORLEANS—Mex.-Am. Line 
Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 
G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 
Apartado No. 68 Bis, Mexico City Marquette Building, Chicago 82 Beaver Street, New York 


WEEKLY SERVICES 


“Exactly oe oe T-S-C 
“WATCHING” 
SERVICE, 


Rendering traffic service to industry, large and small, for 

. the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 


Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 


Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 
Service Department 
310 Mills Building Washington, D. C. 
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which would cause the Supreme Court to change its decision 
in C. & O. Ry. Co. vs. Thompson Mfg. Co., 270 U. S. 416. 
Sligo Case Suits 

West Virginia—Question: We understand that the carriers 
have declined to pay reparation when ordered by the Commis- 
sion in cases based on the Sligo rule, handed down originally 
in 62 I. C. C. 642 and 73 I. C. C. 551. That they wait for the 
complainant to carry the matter to the courts and for the courts 
to decide the matter. If this is true, please advise if the courts 
have ever upheld the Commission in this principle. What is 
happening to the bulk of cases being decided under this rule 
if the carriers decline to comply with the Commission’s orders? 

Answer: Under the provisions of subdivision F of para- 
graph 3 of section 16, a petition for the enforcement of an 
order of the Commission for the payment of money must be 
filed in a district or state court within one year from the date 
of the order. 

There are three cases of which we are aware, namely, Em- 
pire Refining Co. vs. Director-General; Standard Oil Co. vs. 
Director-General, and McCloud River Lumber Co. vs. Director- 
General, in which the enforcement of an order of the Commission 
awarding reparation under the principle of the Sligo case was 
asked. In the first case judgment was obtained against and 
paid by the Director-General. In the other two cases, we un- 
derstand, no decision was rendered by the court, the cases having 
been dismissed. 

Apparently, by reason of the failure of the parties to bring 
suit on the orders of. the Commission within the prescribed 
time, recoveries of the amounts represented by the Commission’s 
orders are being barred by the limitation provisions of the 
act above referred to. 


Freight Charges—Liability of the Consignor 


Mississippi.—Quetsion: One car of mules and one Car con- 
tractor’s outfit billed from B Railway to a prepay point on C 
Railway, charges collect. Section 3 of live stock contract was 
signed by the shipper, section 7 of the bill of lading covering 
the contractor’s outfit was not signed. C Railway made ship- 
ments fully prepaid and delivered cars to consignee, charging 
prepay back to the B Railway. One year had passed before B 
Railway found out that the prepay had been added, consignee 
cannot be located now and he failed to pay the shippers for 
the mules and equipment, so the shipper had them returned 
to him, showing that it was his property. 

Isn’t he responsible for the charges both ways, as it shows 
plainly that he is the owner, although he signed section 3 of 
the live stock contract on the outbound move, and did not sign 
section 7 of the contractor’s outfit. Let me have Interstate 
Commerce Commission ruling, if any. 

Answer: While the receipt of goods under a bill of lading 
imposing the payment of freight charges on the consignee is 
evidence of a contract by the person so receiving them to pay 
the freight, the liability of the consignee does not depend, in 
such a case, on the assumption that the original shipper would 
not be liable but on a new contract to pay the freight, evidenced 
in ordinary cases by the bill of lading and the receipt of goods 
under it. There is no shifting of liability. The contract of 
the consignor and that of the consignee are not considered to 
be inconsistent with each other; each is an original contract 
based on a sufficient consideration. 

The carrier has the right to look for his compensation to 
the person who required him to perform the service by causing 
the goods to be delivered to him for transportation, and that 
person is generally, of course, the shipper named in the bill 
of lading or the consignor. 

Unless the consignor has executed the stipulation referred 
to in section 7 of the bill of lading or paragraph 3 of the live 
stock contract, the so-called no recourse provision, he is liable 
for the full amount of the freight charges or any part thereof, 
in the event that collection is not made from the consignee. 


This is true, except where the shipment is made under con- 
ditions covered by the- decision of the Supreme Court in Louis- 
bee Sestetite Ry. Co. vs. Central Iron & Coal Co., 265 

Where, however, the consignor has executed the provisions 
of either paragraph 3 of the Live Stock Contract or Section 7 
of the bill of lading, he is not liable for the freight charges 
or any part thereof in the event that collection of the full amount 
of the freight charges is not made from the consignee. 

The above has reference to the charges for the outbound 
movement. Insofar as the return movement is concerned, the 
shipper is, of course, liable for the freight charges thereon. 

The question of who is liable for freight charges is a matter 
for the courts to determine, the Commission having no juris- 
diction in the matter. See the Commission’s Conference Ruling 
314, in which the Commission states: 


The law requires the carrier to collect and the party legally re- 
sponsible to pay the lawfully established rates without deviation 
therefrom. It follows that it is the duty of carriers to exhaust their 
legal remedies in order to collect undercharges from the party or 
parties legally responsible therefor. It is not for the Commission, 
however, to determine in any case which party, consignor or con- 
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signee, is legally liable for the undercharges, that being a question 
determinable only by a court having jurisdiction and upon the facts 
of each case. 


Tariff Interpretation—Rule 10—Articles Subject to Rule 34 

Missouri.—Question: Kindly refer to page 1192 of May 19, 
1923, Traffic World, in which you give interpretation of Rule 10 
of Classification No. 4. 

We have a similar case of this kind and for your ready 
reference am enclosing herewith an interpretation from a gen- 
eral freight agent of an eastern line who does not agree with 
your interpretation of this item. 

Will you kindly advise whether there has been a ruling on 
this rule of the classification by the Interstate Commerce Com- 
mission subsequent to March, 1923. If so, will you kindly quote 
same. 

Answer: We can locate no opinion of the Commission in 
which the question covered by our answer to which you refer 
has been at issue. Our views with respect to this question 
at the present time are in accordance with the answer to which 
you refer. 
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No. 19595. Sub. No. 1. Fletcher, Wiest & Co., Los Angeles, Calif., 
vs. Canadian National Railways et al. 

Charges in violation of first three sections of the act, on cured 
fish from Halifax and Point Tupper, Nova Scotia, to Los Angeles, 
Calif. Asks rates for future and reparation. 

No. 19614. Sub. No. 1. Nagle Packing Co., Jersey City, N. J., vs. 
B. & O. et al. 

Rates in violation of sections 1, 3 and 13 of the act, on fresh 
meat and packing house products and dried, salted, smoked and 
sweet pickled meats from Detroit, Mich., to points in eastern trunk 
line and New England territories east of Buffalo-Pittsburgh- 
Charleston-Wheeling line. Asks rates for future and reparation. 

No. 19732. Sub. No. 2. Traffic Bureau, Chamber of Commerce, Mitch- 
ell, S. D., vs. C. M. & St. P. et al. 

Rates in violation of sections 1 and 3 of the act, on fruits, vege- 
tables, berries and melons from points in Missouri, Arkansas, 
Oklahoma, Texas and Louisiana to Mitchell, S. D. Asks rates for 
future and reparation. 


No. 19732. Sub. No. 3. Traffic Bureau, Yankton, S. D., Chamber of 
Commerce vs. C. M. & St. P. et al. 

Rates in violation of sections 1 and 3 of the act, on fruits and 
vegetables from points in Missouri, Arkansas, Oklahoma, Texas 
and Louisiana to Yankton, S. D. Asks rates for future and rep- 
aration. 


No. 19755. Sub. No. 1. McKechnie Bros., Inc., et al., Philadelphia, 
Pa., vs. B. & O. et al. 

Rates and/or charges in violation of sections 1 and 3 of the 
act, on brass, bronze, copper scrap, bars, cakes, pigs, etc., from 
Newark, Bayonne, Washington, and Carteret, N. J., to Phila- 
delphia, Pa., Bridgeport, Conn., Richmond, Va., and Charlestown, 
W. Va. Asks rates for future and reparation. 

No. 19835. Indiana Consumers Gas & By-Products Co., Terre Haute, 
Ind., vs. C. & N. W. et al. 

Rates in violation of sections 1 and 4 of the act, on coke from 

Terre Haute, Ind., to Richmond, Ill. Asks rates for future and 


reparation. 
No. — Hills Bros. Co. of Florida, New York, N. Y., vs. A. C. L. 
et al. 


Rates in violation of first three sections of the act, on canned 
grape fruit from point in Florida to Chicago, Cleveland, Detroit 
— Louis and other points. Asks rates for future and rep- 
aration. 

No. 19837. The Fuller Brush Co., Hartford, Conn., vs. B. & M. et al. 

Unreasonable rates on wooden broom and mop handles from 
Burlington, Vt., to Hartford, Conn. Asks rate for future and 
reparation. 

No. 19839. Fall River (Mass.) Chamber of Commerce on behalf Hey- 
wood Narrow Fabric Co. et al. vs. New England S. S. Co. 

Unreasonable rates and charges on braided cotton twine from 
Fall River, Mass., to New York City. Asks rates for future and 
reparation. 

No. 19840. Marble Products, Inc., Atlanta, Ga., vs. Pennsylvania et al. 

Rates in violation of sections 1 and 6 of the act, on crushed 
stone from Whitestone, Ga., to Baltimore, Md. Asks rates for 
future and reparation. . 

No. 19841. The Cumberland Cement & Supply Co., Cumberland, Md., 
vs. B. & O. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on crushed stone and sand from Cumberland, Md., to points in 
a oem Pennsylvania and West Virginia. Asks rates for fu- 
ure. 


No. 19842. The State of North Dakota, doing business as the North 
Dakota Mill & Elevator Association, etc., Grand Forks, N. D., 
vs. Ahnapee & Western et al. 

Alleges that grain stopped at the North Dakota Terminal for 
cleaning, storing, mixing, mill-mixing, or for milling, as well as 
grain products, are subjected to rates and charges in violation of 
first three sections of the act, as compared with similar products 
stopped at Minneapolis, St. Paul, Duluth or Superior and Buffalo. 
Asks establishment for future on grain and gs products from 
stations on the Great Northern and Northern Pacific in North Da- 
kota and Montana of just, reasonable, non-preferential and non- 
prejudicial rates and also through or joint rates from points of 
origin via the North Dakota Terminal to and via Minneapolis and 
St. Paul, Duluth and Superior, Chicago and rate points, and to 
and via eastern terminals, marketing centers and consuming 
markets in C. F. A., Trunk Line and New England territories, 
on both domestic and export traffic, with transit privileges on 
a basis of equality and non-discrimination as compared with other 
terminals such as Minneapolis, St. Paul, Duluth, Superior, Chi- 
cago and Buffalo; that such rates be made to apply all rail 
or partly rail-and-water, or partly rail-water-and-rail. 

No. 19843. Radford & Wright Co., Duluth, Minn., vs. C. B. & Q. et al. 

Rates in violation of the first three sections of the act, on 
door and window frames, k. d., from Duluth, Minn.,. to Green- 
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“BURLINGTON HOUR” | 


at the 


CHICAGO UNION STATION 


5:15 P. M.! The busiest moment of the fullest hour 
in the pulsating life of the splendid Chicago Union Station 
presents the striking spectacle of four great Burlington 
trains drawn up on contiguous tracks—steam up—person- 
nel on the qui vive! 


It is doubtful that such a galaxy of crack trains is 
gathered together at one moment on any other railroad 
anywhere else in America. Every one of the four is a dis- 
tinguished, de luxe train—a thorobred stripped for action. 


At 5:30 the great DENVER 
LIMITED moves, and in an- 
other minute is gone from view 
on its 1,000-mile flight to Denver 
and the Rocky Mountains. At 
6:00 the MISSOURI LIMITED 
silently pulls away—headed for 
Kansas City and St. Joseph. 
With machine-like precision the 
NEBRASKA LIMITED de- 
parts at 6:15 for Omaha and 
Lincoln, followed at exactly 6:30 
by the peerless BLACK HAWK 
for St. Paul, Minneapolis and 
Northwest. 


Thus, in one hour the Burlington starts 800 people—on 
business, on pleasure, on every sort of errand—to distant 
places which the genius of American railroading has 
brought close together. 


And this is less than half the story of Burlington’s 
Chicago service. 


10:30 this morning witnessed the departure of the 
COLORADO LIMITED. Five minutes later the great 
NORTH COAST LIMITED left for St. Paul, Minne- 
apolis, Spokane, Seattle, Tacoma and Portland, with the 
YELLOWSTONE PARK COMET wheeling out at the 
same moment. At 8:45 p. m. the COMMERCIAL LIM- 
ITED (newest Burlington train) leaves on its swift flight 
to St. Paul and Minneapolis. At 11:00 p. m. the famous 





ORIENTAL LIMITED pulls out for St. Paul, Minne- 
apolis, Glacier National Park and all the Pacific Northwest, 
followed at 11:30 by the OVERLAND. EXPRESS for 
Denver, the Royal Gorge, Salt Lake City and California. 


“Se Me tes wr, 


And so in the thirteen hours from 10:30 a. m. to 11:30 
p. m. ten great flyers go out of the Chicago Union Station 
over the Burlington Route—headed West, Northwest, 
Southwest, EVERYWHERE WEST. 


Every train is really several 
trains. That is—the same Ori- 
ental Limited, which leaves Chi- 
cago tonight for Seattle and 
Portland, makes its next start 
from here seven days later, and 
meantime another Oriental Lim- 
ited leaves Chicago every night 
for seven more days. 


It is the same with the 
North Coast Limited. Eight edi- 
tions of this train always on the 
road between Chicago and the 
North Pacific Coast. 


When the de luxe Denver 
Limited was installed in June this year, four Denver Lim- 
iteds were born. There are four editions of the Colorado 
Limited and four of the Denver Overland Express; two 
Nebraska Limiteds, two Missouri Limiteds, two Black 
Hawks, two Commercial Limiteds, five Yellowstone 
Comets. 


The ten peerless flyers are really forty-one separate and 
distinct trains carrying more than 500 cars which are on the 
go every day—all the time, constituting the Burlington’s 
regular Chicago service to and from Omaha, Lincoln, Den- 
ver, Kansas City, St. Joseph, St. Paul, Minneapolis, Yellow- 
stone Park, Glacier National Park, the North Pacific 
Coast, California—West, Northwest, Southwest—EVERY- 
WHERE WEST. 
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wich and South Norwalk, Conn., and Westfield, Mass. Asks rates 
for the future and reparation. 

No. 19844. Muscle Shoals Traffic Bureau for Ware Bros. Agency, 
Florence, Ala., vs. L. & N. et al. 

Illegal and unreasonable charges on cotton bale covering and 
cotton ties, carload and 1. c. 1l., from Tuscumbia, Ala., to points 
on the L. & N. between Decatur, Ala., and Nashville, Tenn. Asks 
rates for future and reparation. . 

No. 19845. R. P. Andrews Paper Co., Washington, D. C., vs. Long 
Island et al. 

Unreasonable rates on paper cups from College Point and 
New York, N. Y., to Washington, D. C. Asks reparation. 

No. 19846. American Crate & Basket Co., Denver, Colo., vs. Union 
Pacific et al. 

Rates in violation of first two sections of the act, on fruit and 
vegetable packages, made from sheet veneer or stave veneer, 
from Denver, Colo., to points in California. Asks rate of 80 
cents, minimum not to exceed 30,000 pounds. 

No. 19847. Cook, Swan & Young Corporation et al., New York, N. Y., 
vs. Apalachicola Northern et al. 

Unreasonable charges on fish oil from Port St. Joe and Fer- 
nandina, Fla., St. Marys, Ga., and Southport, N. C., to Bayway, 
N.-J. Asks rates for future and -reparation. 

No. 19848. Dudley Bar Co., Birmingham, Ala., vs. Illinois Central et al. 

Rates in violation of first two sections of the act, on concrete 
reinforcing bars from Bessemer, Ala., to Decatur, Ga. Asks rates 
for future and reparation. 

No. 19849. American Grain & Hay Co. et al., Memphis, Tenn., vs. 
L. & N. et al. 

Rates in violation of sections 1 and 3 of the act, on grain and 
grain products from points in Illinois, Iowa, Missouri, Kansas, 
and states north and west thereof, to Memphis, Tenn., and from 
Memphis to points on the L. & N. in Alabama, Florida and Mis- 
sissippi. Asks reasonable and non-prejudicial rates on grain and 
grain products to stations on the L. & N. in Alabama, Florida 
and Mississippi, from Memphis, Tenn., Cairo, Ill., and Evansville, 
Ind., both proper and when from beyond, and from points in origin 
states indicated via Memphis to L. & N. stations indicated. 

No. a ama (Miss.) Traffic Bureau vs. Columbus & Green- 
ville et al. 

Rates in violation of first four sections of the act, on fruits and 
vegetables from New Orleans, La., and Mobile, Ala., to Meridian, 
Miss. Asks rates for future. 

No. 19851. Northwestern Malleable Iron Co., Milwaukee, Wis., vs. Pere 
Marquette. 

Rates in violation of sections 1 and 4 of the act, on malleable 
iron castings from Milwaukee to Detroit, Mich. Asks. rates for 
future and reparation. 

No. 19852. Castanea Paper Co., New York City, vs. Algoma Central 
& Hudson Bay et al. 

Rates in violation of sections 1 and 3 of the act, on pulpwood 
from points in Canada to Johnsonburg, Pa., as compared with 
rates to Niagara Falls and North Tonawanda, N. Y., alleged to 
be preferred. Asks rates for future. 

No. 19853. Artesia Alfalfa Growers’ Association et al., Artesia, N. M., 
vs. Santa Fe et al. 

Unreasonable rates and charges on coal from points in groups 
1, 2, 3 and 4 as named in Colorado & Southern tariff 1355 I. C. C. 
1455, to points in New Mexico and Texas. Asks rates for future 
and reparation. 

No. 19854. A. Gross & Co., New York, N. Y., vs. B. & O. et al. 

Illegal rates and charges on red oil from Newark, N. J., to 
points in trunk line and New England territory, and from points 
in those territories to Newark. Asks reparation. 

No. 19855. Southern Traffic & Audit Association, Galveston, Tex., vs. 
Santa Fe et al. 

Unreasonable charges on broom corn from Moscow and Hugoton, 

Kans., to Sealy, Tex. Asks rates for future and reparation. 


No. 19856. Poehlmann Bros, Co., Morton Grove, Ill., vs. L. & N. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 

on coal from Whitsett, Ky., and other points on L. & N. in east- 

ern Kentucky to Morton Grove, Ill. Asks rates for future and 
reparation. 


No. 19857. Northwestern Fruit Exchange, Wenatchee, Wash., vs. 
Great Northern et al. 

Charges in violation of sections 1 and 4 of the act, on boxed 
apples from points in. Washington to Milwaukee, Wis. Asks 
reparation. 

No. 19858. Aetna Oil Service, Inc., Louisville, Ky., vs. B. & O. et al. 

Rates in violation of first three sections of the act, on crude, 
= gas oils from Louisville, Ky., to Cincinnati, O. Asks rates 
or future. 

No. 19859. Atlantic Terra Cotta Co. et al., New York, N. Y., vs. At- 
lanta & West Point et al. 

Charges in violation of sections 1, 3 and 13 of the act, on terra 
cotta from Rocky Hill, N. J., Perth Amboy, N. J., Tottenville, 
N. Y., and East Point, Ga., to points in Florida. Asks rates for 
future and reparation. 

No. os Da Schwarzenback Huber Co., New York, N. Y., vs. Penn- 
sylvania. 

Rates in violation of sections 1 and 6 of the act, on wooden 
— from Jersey City, N. J., to Blairsville, Pa. Asks repara- 
tion. 

No. 19861. Nash Dietz Co., Columbus, Neb., vs. Mo. Pac. et.al. 

Rates and charges in violation of sections 1 and 6 of the act, 
= peaches from Highland, Ark., to Columbus, Neb. Asks repara- 
tion. 

No. homage igtnnet Bros., Inc., Winona, Minn., vs. Chicago Great West- 
ern et a 

Charges in violation of sections 1 and 6 of the act, on canned 
—- from Marshfield, Mo., to Winona, Minn. Asks repara- 
tion. 
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DOCKET OF THE COMMISSION 


NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted ‘elsewhere. 


august 8—Boise, Ida.—Examiner Disque: 
19459—State of Idaho, Ex Rel, Public Utilities Commission of Idaho, 
vs. O. 8S. L. R. R. et al. 


_ August 9—Boise, Ida.—Examiner Disque: 


19567—Boise Payette Lumber Co. vs. A. & S. Ry. et al. 


August 10—Washington, D. C.—Examiner Folsom: 
Valuation No. 671—Tentative valuation of the property of the Cen- 
tralia Eastern R. R. 
Valuation No. 676—In re tentative valuation of the property of the 
Billings & Central Montana Ry. 
Valuation No. 802—In re tentative valuation of the property of the 
Minnesota & International Ry. et al. 
Valuation No. 836—In re tentative valuation of the property of the 
Duluth Union Depot & Transfer Co. 
Valuation No. 959—In re tentative valuation of the property of the 
Northern Pacific Ry. 
August 10—Washington, D. C.—Examiner Glover: 
ourth Section Application No. 13115—Filed by Florida East Coast. 


August 12—Salt Lake City, Utah.—Examiner Disque: 
19303—Utah Shippers Traffic Assn. vs. O. S. L. R. R. et al. 
19796—Utah Shippers’ Traffic Assn. vs. C. M. & St. P. Ry. et al. 


August 18—Washington, D. C.—Examiner Kephart: 
Valuation No. 1022—In re tentative valuation of the properties of 
the New York Central R. R. et al. 

Valuation No. 264—In re tentative valuation of the properties of 
the C. C. C. & St. L. Ry. et al. 

Valuation No. 547—In re tentative valuation of the properties of 
the C. K. & S. Ry. 

Valuation No. 564—In re tentative valuation of the properties of 
the Mich. Cent. R. R. et al. 

Valuation No. 573—In re tentative valuation of the properties of 
the Detroit Terminal R. R. 

Valuation No. 600—In re tentative valuation of the properties of 
the Kanawha & West Virginia R. R. 

Valuation No. 909—In re tentative valuation of the properties of 
the T. & O. C. Ry. 

Valuation No. 620—In re tentative valuation of the properties of the 
Kanawha & Michigan Ry. et al. 

Valuation No. 910—In re tentative valuation of the properties of 
the Zanesville Terminal R. R. 

Valuation No. 919—In re tentative valuation of the properties of 
the Cincinnati Northern R. R. 

Valuation No. 922—In re tentative vuluation of the properties of 
the Zanesville & Western Ry. 

Valuation No. 945—In re tentative valuation of the properties of 
the Lansing Manufacturers R. R. 

Valuation No. 951—In re tentative valuation of the properties of 
the D. T. & M. R. R. 

Valuation No. 965—In re tentative valuation of the properties of 
the Battle Creek & Sturgis Ry. 

Valuation No. 978—In re tentative valuation of the properties of 
Lake Erie & Eastern Ry. 

Valuation No. 983—In re tentative valuation of the properties of 
the Chicago Junction Ry. 

Valuation No. 988—In re tentative valuation of the properties of 
the New Jersey Junction R. R. 

Valuation No. 990—In re tentative valuation of the properties of 
the Pittsburgh & Lake Erie R. R. et al. 

Valuation No. 1012—In re tentative valuation of the properties of 
the Gary & Western Ry. 

Valuation No. 1047—In re tentative valuation of the properties of 
the Chicago River & Indiana R. R. 

Valuation No. 1049—In re tentative valuation of the properties of 
the Indiana Harbor Belt R. R. 


August 18—Washington, D. C.—Examiner Hendon: 
Val. Dkt. No. 982—In re tentative valuation of the property of 
the Chicago & Calumet River Railroad Company. 


August 22—Washington, D. C.—Examiner Walton: 
Valuation No. 1 In re tentative valuation of the property of 
the Peoria & Pekin Union Ry. 


August 23—Washington, D. C.—Examiner Johnston: 
aluation No. 1002—In re tentative valuation of the property of 
Millers Creek R; R. 


August 24—Washington, D. C.—Examiner Macomber: 
Valuation No. 1005—In re tentative valuation of the properties of 
the Massena Terminal R. R. 


August 24—Washington, D. C.—Examiner Walter: 
Valuation No. 976—In re tentative valuation of the property of 
the Alabama, Tennessee & Northern Ry. 


August 26—Washington, D. C.—Examiner Davis: ¥ 

* nance No. 6422—In re joint application of Colorado and Southern 
Ry. Co. and Fort Worth and Denver City Ry. Co. for authority 
to the former to acquire control of the Fort Worth and Denver 
South Plains Ry. Co. by purchase of capital stock, and to the 
latter to acquire control by lease of the railroad of the Fort 
Worth and Denver South Plains Ry. Co. 


August 29—Chicago, Ill—Examiners Stiles and Parker: . 
1 Rate Structure Investigation—Part 9—Live stock, western 
district rates. 
14190—American National Live Stock Assn. et al. vs. A. T. & 8S. 
F. Ry. et al. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





LEO C. SEFF 


LEONARD’S GUIDE 


Freight —Express—Parcel Post 
"Rates and Routing 


G. R. LEONARD & CO. 
155 No. Clark St., Chicago 


15 East 26th St., New York. 





August 


setetetaetecetetets 


EDITOF 
CURRE 


DECISI 
Sou 


Lun 
s. 


PROP 
MISCI 
LOSS 
SHIP! 
OCEA 
FREI 
QUES 
THE 
PERS 
NEW 


DOC! 


TH 


MILI 
Pho 








No. 6 


new, 
ncel- 
ge in 


daho, 


Cen- 
f the 
f the 
f the 
f the 


oast. 


ss of 
s of 
1s of 
's of 
s of 
s of 
s of 
f the 


8 of 
s of 
s of 
s of 
s of 
s of 
s of 
s of 


s of 


of 


i | 


of 


— 


— 


of 


of 


- of 


ern 
rity 
iver 

the 
‘ort 


ern 


August 18, 1927 





Patetetel 2, 


SS 





TABLE OF CONTENTS 





EDITORIAL: oo ck de ccccccs cc cdc ee ceswee cessive cele cece veabecesbcesess 335 
CURRENT TOPICS IN WASHINGTON. ............00008 ecccceccers 339 


DECISIONS OF THE COMMISSION: 
Southern Class Rate Investigation; docket 13494 (128 I. C. C., 


BEET. sickdinin 6 0s) sap hae MPA eas 06 $445.00 Mb wei s eae osc Ure sbkeaa 341 
Lumber transit arrangements at points on the Wabash; I. and 
SB. SOOL  CMensranied) sv é.ce oso 0.0 vv,0.010:0 666.000 01060 vess capes es 342 


Mobile oo of Commerce Business League et al. vs. M. 
S. B. & P. et al.; case 17343; export lumber (mimeographed) 342 


Scrap lead and zine from Pittsburgh group to Trunk Line and 
New England territories; I. and S. 2881 (mimeographed).. 342 


Swift & Co. vs. G. & F. et al.; case 17551; fresh meats, etc. 


Ce RS Ce Se rd EE ee ney Pa pee 342 
Oklahoma Traffic Ass’n et al. vs. St. L.-S. F.; case 16274; 
DOE. CRD © oios 60-5 8S 0 och asa He ve SPe CMP eine te eee 343 


Buffein Lumber and Manufacturing Co. et al. vs. Ore.-Wash. 
R. R. & Nav. Co. et al.; case 17077; lumber (mimeographed) 34 


Hudson Valley Coke & Products Corp. vs. N. Y.N.H.& H 


Ww 


et al.; case 18386; coke (mimeographed)............seeeees 343 
Dawkins Lumber Co. vs. C. & O. et al.; case 17658; lumber 
CATEOOIUE © v0 68 Sis .c 50s oVWle dc dudsocccsuseeotbeeeneseese 343 
Barnsdall Refineries, Inc., et al. vs. C. R. I. & P. et al.; case 
2HSET; LUST C8L~ CAINIOARTADNER) «0 oss cisivcicecccvisecicccces wees 343 
Simpson, Charles S., Co. et al. vs. G. T. W. et al.; case 18329; 
CommMsOOS. CIMITMOORVANNSE) ooo ogc ccidecscccccvivdsesscvesices cds 343 
Montello Granite Co. vs. M. St. P. & S. Ste. Marie et al.; 
case 18098; rough granite (mimeographed).............e.00. 343 
Jewel Tea Co. vs. D. L. & W. et al.; case 17966; food prod- 
ucts and merchandise (mimeographed)...........seseseeeees 343 
Milne Lumber Co. vs. N. Y. C. et al.; case 17552; lumber 
ED 9 i c.0c00< cee cblads Gapees odueerssnnes ee Cua eee 343 
American Book Co. vs. Ann Arbor et al.; case 17684; school 
ne OUNCE a, d,s «0-00 0 a6 6d 6 cv neewiib.ese 6 clbe oon - 344 
Southern Cotton and Paper Co. vs. A. and W. P. et al.; case 
18757; cotton linters (mimeographed)..............ceeeeeees 344 
Calkins, Augsbury & Mikan vs. Mich. Cent.; case 18768; sheep 
(mimeéographed) Sathana aie Ned & ad ETN ek Cae ed 6 Oboe Se a viets 344 
Bruce, E. E., and Co. et al. vs. C. & N. W. et al.; case 15867; 
acid (mimeographed) Ficne Cucds <ceeensent twats te nak oan 344 
Oklahoma Traffic Ass’n et al. vs. A. & S. F. et na case 
17484; broom handles TS eiedbastans SRE A RRP a) rie Pere 344 
Coulbourn Fruit Co. et al. vs. B. & O. et al.; case 16444; to- 
WORD LENIN Keak ccc dt ces oe ce scts vthenegs sche eee 344 
Mirabel Motor Co. vs. Mich. Cent. et al.; case 16990; auto- 
CIS og SBA iv.g 2)6. 000-4044 0650 bh Ceeee came 344 
Mitchell Chamber of Commerce vs. C. M. & St. P. et al.; case 
18561; switching charge (Mimeographed) ..........seeeeeees 344 
Automatic train control; Docket 13413, sub. nos. 36-2 (mimeo- 
, BRIO... die Gh gach FOUN + 6 iV i ge ees Fads sceue eee SNE FE saucea Oee 
Procter & Gamble Co. vs. A. & V. et al.; case 16957; rosin 
CHINES © oa. 6.0.0.0'10. F'6b.5:0. 014-0 00-09 te oes ceeed- oe eh buses ds 344 
PROPOSED REPORTS IN I. C. C. CASES............ cece ceeeeee 347 
MISCELLANEOUS TRAFFIC DECISIONS....................... 351 
LOSS AND DAMAGE DECISIONS. ............cccecccecccccecces 351 
See TPT NEE | IGN IO bi on 5 clhc oc Riin dc cg beter PERS os elsinee o eaebicnlene 352 
OCEAN. SHIPPING ROMWS.. 0a. oie casing ssc ne 0:0 ssiv0 laeleg 6:00 oe vont 352 
FREIGHT RATES (Article No. 5)—By G. Lloyd Wilson.......... 355 
QUESTIONS AND ANSWERS, 2005... cece cwet ec ecccs ce tibecccss 362 
PURE, UGE: UNS cs oe eG OER « chee thes Sachs bacaal 368 
PERSONAL NEWS AND NOTESG..............-eeeeeeeeees Cisae 372 
OO MEE Bb a in's ok chain sted sé OU Ny aa Re salnieeds che deh Gabeteee 382 
DOCKET OF THE COMMISSION. ...........ccccceeccceeeeeeeeneee 384 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 







testeessssoonsnnnanannsaneeean 
USES SORE 


eoeencenceececete etetetete 


TRAFFIC WORLD 







325 





“The Service That Is Different” 





That Extra 
Service 


makes a difference of thou- 
sands of dollars a year to 
shippers. 


Trans-Continental Freight’s 
29 years’ experience pro- 
vides economical shipping, 
promptness of delivery, ex- 


pertness in handling and 
freedom from damage. But 
there is still more—that 
personal attention which 
we add is what makes 
Trans - Continental better 
and different. 


Ask our nearest branch 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Minneapolis, Min. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohio Portl: Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Colo. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 


Los Angeles, Calif. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 29 years. 


Seattle, Wash. 
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The Belt Railway Company of Chicago 


__, INDUSTRIAL DEPARTMENT 
RRNA ‘a 4 “ny 
+N 4 - ii and Small 


[A]ccommodating Action 
[1 Jndustrial Opportunities 
[LJabor—All Kinds Available 
[We Want You With Us 
[Allive to Your Requirements 
 [¥Jesterday, Today, Tomorrow— 
Always the Best 
(Co-operative Policy 
ee [O]nly Forty-six Years’ Experience 
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The knowledge of Industry’s requirements an 
ability to meet them through character service 
is an important factor in your determination of 
a location. 

ith an experience obtained through over forty 

of constant contact with such problems, 
we have provided the necessary facilities which _— 
enable us to render such servi 
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Character Servi Chicago rates applicable to . ANH 
c i nd QQ eyes 
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and from all locations, direct connection a \\ HX 
interchange arrangement with all trunk lines el 
makes a location on The Belt Railway Company re 
of Chicago comparable with one served by all 
railroads entering Chicago. 

Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 


J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 
Chicago Dearborn Station 
Telephone Harrison 3690 
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Manufacturing Sites and Buildings 
CHICAGO DISTRICT 


AT LOW RENTALS 





LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 





Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload. Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 





The Clearing Industrial District is now prepared to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 
service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 


THE TRAFFIC WORLD 
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The Chain of Tidewater Terminals a 
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BOSTON 
BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Heffman, V. P. & Gen’l Mgr. 
666 Summer St., Bosten 

Adequate, modern dockage facilities, direct 
rail connection all railroads —direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 

for lumber, pig iron and 

similar bulk cargoes. 
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BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Ham Streets 


N.Y. 


panies. warehousing 
pool car distribution and cartage 
facilities. 


OF BUFF: 


PHILADELPHIA 
PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardsen, Gen. Mgr. and 
Treasurer 
1e@ Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 


: 
B 


Shippers: 


All structures are concrete and steel, comp 
and security with lowest possible insurance rates. 
management specializing in the operation of terminal and wareh 


and 


The above means great money saving to you. 
your freight to be delivered to these splendid terminals, and warehouses. 


letely sprinkler protected, affor greatest safety 
Our S Y : prem Ferg under a 
ties insures uniform stand- 


Allied Inland Warehouses 


NEW YORK 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen'l 
17 State St., New York 
Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 658th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piling—Maxi- 
teh, roof storage di- 


PHILADELPHIA 
MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 

Snowden Henry, Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
Cc. L. shipments. Low insurance. 
Liberal advances on stored goods. 


NORFOLK TIDEWATER 
TERMINA INC. 
J. A. Meere, r, 


Norfelk, Va. 
Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 
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Read carefully —then direct 


NEW YORK 
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ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 
Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 
HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 


NORFOLK 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


*Firsl Morning from New York Piss and Hoboken City. 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 













what the Lackawanna Railroad is doing in the 


way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


to FROM 
a Second Morning Ampere ; Corresponding Service 
Cedar Rapids Sixth ° Benin ny . hear ts sn 
pont  * tant e platforms of conn 
Gmeind Third nein ing roads destined to points 
Corthand Second Stebchen Shave Rathond beyond those named herein. 
Councit Bluffs Sixth : Jersey City 
a so ssn Similar service is effec- 
ee Orange tive via Lackawanna from 
—_ a Petonon Philadelphia and other 
Fed Wayne Fourth * > 9c, Reading Railroad points, 
inden oad Ont aS theoad t Nee 
wage ntra of .Ne 
an Four Morning Jersey, via Scranton, Pa., 
Los Angeles Twelfth Transfer; also from Boston 
— oo gorgisandcity via Boston & Maine-Dela- 
Milwaukee ware & Hudson and Bing- 
thee Brooklyn. hamton, and via New York, 
amy Terminal New Haven & Hartford and 
Oswego dVallabout Port Morris, N. J. 
Peoria 
rence Daily passing reports in 
Portland the possession of all Lacka- 
ao foe “ wanna Agents enable imme- 
Saint Louis te eae teacneene diate and complete infor- 
a 9 mation to customers. 
Seattle Thirteenth“ 
"Scranton Second “* 
os gl Not Necessary to Designate Any Special Station, 
— = Pier or Train. 
Toronto Third 
Utica Second 


Simply Route “LACKAWANNA” 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 


per day from New York, Metropolitan District, 


LACKAWANNA AGENCIES 


BOSTON DETROIT NEWARK 

80 Federal Street 1st National Bank Bldg. 786 Broad Street 
BROOKLYN EASTON, PA. NEW HAVEN 

32 Court Street 402 Nerthampton Street 39 Church Street 
BUFFALO INDIANAPOLIS NEW YORK CITY 

Lackawanna Terminal 410 Guaranty Building 302 Broadway 
CHICAGO KANSAS CITY PHILADELPHIA 

111 West Jackson Blvd. Railway Exchange Bldg. 1302 Finance Building 
CINCINNATI MILWAUKEE PITTSBURGH 

4th National Bank Bldg. 1316 Majestic Building 503 Park Building 
CLEVELAND , MINNEAPOLIS 


310 Park Building 


ST. LOUIS 
Metropolitan Life Bldg. 112 North 4th Street 





the Lackawanna will consider inauguration of 
through merchandise car therefor. 


ST. PAUL 

601 Merchants Bank Building 
SAN FRANCISCO 
823 Monadnock Bldg. 


SEATTLE 

1312 L. C. Smith Bldg. 
SYRACUSE 

Lackawanna Station 
TOLEDO 
1404 2nd National Bank Bldg. 
TORONTO 

1602 Royal Bank Bldg. 
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FACTORY LOCATIONS 


FACTORY BUILDINGS 
FACTORY LOFTS 


We Can Furnish Your Requirements 
for a Factory 


Manufacturing and warehouse facilities 
offered in New Jersey will lower your 
taxes and other overhead costs, which 
means increased profits. Low insur- 
ance rates, low rents and modern build- 
ings. Direct water and rail connections 
which eliminate trucking for C.L. or 
L.C.L. freight. Good labor market and 
other economic advantages. 


Write Us for Further Information 


BAYWAY TERMINAL 


25 Church Street New York City 
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Gay new capital of an international summer 
playground is this new 


Prince of Wales Hotel 


in the Canadian Rockies, adjoining 


Glacier National Park 


Mail Coupon 
SSESSSERBESEESEESEEEE 
A. J. Dickinson 
Passenger Traffic Manager 
Great Northern Railway 
St. Paul, Minn. 


I am planning a trip to 


Waterton Lake, site of this magnificent new hotel, is half 
in Canada and half in the United States, thus effecting a 
partnership in the Great Outdoors for two friendly nations. 


Low Round Trip Summer Fares 


are now in effect to Glacier Park, Montana, Gateway to Glacier 
National Park and the Prince of Wales Hotel in the Canadian 
Rockies, and to the Pacific Northwest. 


Will leave. on 

Please sss through fares on the 
Oriental Limited or other Great 
Northern Trains. 


Go this Summer on the Oriental Limited 


de luxe service—no extra fare. Send for booklets. 


Great Northern Railway 


A system over 8000 miles in extent affording fast freight service between the 
principal trade centers of the Great Northwest 
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Gulf-Pacific Coast Cargo Service 
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CHICAGO BIRMINGHAM 


Harry Rogers H. B. Rox 
913 Straus Bldg. 201 Brokers Bldg. 
Phone Wabash 6822 Phone 4-4362 


Twice-Monthly Sailings 
Modern All-Steel Ships 


Three Deck Construction 


A Dependable Company 


ST. LOUIS MOBILE 


Irving H. Heller Munson §.S. Lines 
1204 Pierce Bldg. Pier 8, M. & O. Docks 
Phone GArfield 0390 Phone 4097 


NEW ORLEANS 


Lykes Bros. 
925 Whitney Bldg. 
Phone MAin 4321 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 


Finkbine-Guild Transportation Co. 


E. L. THROGMORTON P. A. JORDAN 
Acting Manager General Offices: Asst. Traffic Manager 


GULFPORT, MISSISSIPPI 
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THE CHESAPEAKE AND OHIO 
RAILWAY 





For Service 


Between the East and West 


Through Pullman Cars 


Dining Car Service of Excellence 


CHICAGO — CINCINNATI — LOUISVILLE 
ST. LOUIS — INDIANAPOLIS 


NEW YORK—PHILADELPHIA—BALTIMORE 
WASHINGTON—RICHMOND 
NEWPORT NEWS AND NORFOLK 


The Scenic Route 


Write the undersigned for reservations and literature 





T. H. GURNEY, General Passenger Agent 
Richmond, Va. : 
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SOUTHERN PACIFIC LINES 
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Merchants Bank Bidg. 


@ KANSAS CITY 


Railway Exchange Bldg. 
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Majestic Bldg. 
Manzana de Gomez 
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Hippodreme Bldg. 


Boston Bldg. 







® DENVER 
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Seuthern Pacific Bldg. 


@ CHICAGO—PASSENGER 


@® CHICAGO—FREIGHT DEPT. © CLEVELAND 
DEPT., 33 West Jackson 
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Ellicett Square Bldg. 
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GRAPEFRUIT INDUSTRY OF WEST TEXAS 


RAPEFRUIT has been produced in the Lower Rio times that amount when the young trees now planted 
(; Grande Valley of Texas for several years and on come into full bearing. 


@ 
® 


account of the fine quality of the fruit and the Me Rio a i ~~ has a high ‘South = 

‘ 3 and is recogniz or its delicious flavor. uthern Pa- 

suitability of the climate and soil for its growth, a ite Efe bane ently completed. the com ti of 
large acreage of groves has been planted. In 1926 


about 125 miles of new trackage into and serving the 
the production reached more than a thousand carloads lower Rio Grande Valley and will become one of the 


and it is estimated that the output will reach twenty largest factors in the distribution of valley products. 
Write, telegraph or ‘phone 


@ *‘General Agent, Southern Pacific Lines’’ @ 
The Postman Knows Him 


SOUTHERN PaAciric LINES 
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Weedward Bidg. 
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Old Seuth Bidg. 
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